










THE RAILROAD GAZETTE. 


878 





= 





SATURDAY, SEPTEMBER 11, 1875. 








‘ Sontributions. 





Angie Plates. 





To THE Eprror OF THE RAILROAD GAZETTE: 

A remarkable instance of the strength of the angle-plate 
joint was given at Prairie Creek trestle, four miles west of 
Washington, Ind., on the Ohio & Mississippi Railway, during 
the recent floods. Two bents of the above trestle were com- 
pletely washed out, leaving 56 feetof track without any sup- 
port from either bents or stringers, the rails remaining in per- 
t.ct position excepting an even deflection of about three feet at 
the greatest point. There were two angle plates to each joint, 
one on each side; had there been but one, it is evident that 
the necessary strength to support the weight would have been 
wanting. The track thus suspended, supporting a 14 feet 
ruadway, double stringers and the guard rails, was used as a 
thoroughfare during several days by the trackmen engaged in 
repairing the ‘‘ wash-outs” east and west ofthis trestle. The 
ties on the trestle were eight inches face and were one foot 
from center to center. The deflection of the 56 feet 
was perfectly regular, and none of the angle plates were even 
bent, and were again used when the track was re-established. 
The Ohio & Mississippi uses angle plates 26 inches long, 9-16 
juch thick, weighing 13 pounds each, slotted three inches from 
the ends and held by four % bolts. 

Every joint is suspended between the ties, and the track is 
laid with “‘ broken joints.” Since two years all new iron and 
sieel has this joint, and with track so laid with the angle 
plates as above it has given very satisfactory results, for during 
that period not a single plate has been broken or bent, and as 
near a continuous rail attained as can be well imagined. Ex- 
periments have proved the advantage not only of a single angle 
plate on one side and a common fish-plate on the other over 
two fish-plates, but also of two angle plates over the preceding 
joint. These experiments were made as follows: Six 30-feet 
rails were joined with the three different arrangements as 
above; they were supported at the ends and in the center. 
The center supports were then moved apart gradually, until 
the results were determined and which proved the great ad- 
vantage of the two angle plates for each joint. The expense of 
this joint on the Ohio & Mississippi is, with the present price of 
iron, but 22 cents more than for the two ordinary fish-plates 
formerly used. A wooden washer % inch thick is used, steeped 
in crude petroleum. By its elasticity it absorbs the shock, and 
the nuts remain tight. It is found that petroleum prevents 
the changes of humidity from alternately shrinking and swell- 
ing the wood. The cost of this joint at present is 90 cents. 
The angle plates are rolled by the St. Louis Bolt & Iron Com- 
pany. 





Proposed Combination of Southern Railroads. 





Under the head of “ Insolvency of Southern Railroads, the 
Cause and Remedy,” an anonymous circular has been issued, 
which reads as follows. It is noticeable, whatever may be its 
practical effect, for recognizing certain facts in the economy of 
competitive business which are too often ignored : 

In ante-bellum days Southern railroads were prosperous, 
dividends were earned, confidence in their securities induced 
investments upon which families were dependent for support. 
Now, stock dividends are almost unknown, a large proportion 
of roads have defaulted upon their interest, and have either 
been sold or are in the hands of trustees or receivers. Some 
cannot pay running expenses and make good depreciation, and 
= future presents no cheering prospects even to the most 
solvent. 

What is the cause of this great depreciation in values and in 
revenue? The volume of business has not been materially re- 
duced. The cotton crop, which furnishes the bulk of south 
and cast-bound freights, still maintains its average of about 
four millions of bales, and the return supplies are measured in 
quantity by the population, and in kind and value, to some ex- 
tent, by its ability to purchase. Reductions in volumes, in 
neither direction, would account for the almost total destruc- 
tion of net revenues. 

To what, then, must these disastrous consequences be attri- 
buted? They result chiefly from two causes. The multiplica- 
tion of competing lines and the reduction of rates. 
_ Where mineral resources can be developed, or manufactur- 
ing industries stimulated, the increase of lines and reduction of 
tates may not always result in loss, owing to increased volumes 
of tonnage, which reduce per ton the cost of transpartation. 

n Northern roads, carrying annualiy several millions of tons, 
the cost of movement per ton per mile is less than one cent. 
On the best of the Southern roads, the actual cost is 24% cents 
per ton per mile, and the average more. The bulk of agricul- 
tural products is affected by the number of laborers—not by 
tates. And the multiplication of lines, wuile affording local 
accommodation, divides business and compels an increase of 
charges to pay the operating expenses on increased mileage 
and the interest on increased capital. 

the whole cotton crop of the South is about 900,000 tons. 
Assuming an equal amount of other freights, the whole busi- 
hess of all the roads in the South, if concentrated on a single 
line, would not equal one-fourth of the tonnage of the Penn- 

tylvania or the Reading railroad. 

Ae increase of new lines, by dividing the business at com- 

. Pétitive points, is, therefore, one cause of reduced receipts. 

RR still more disastrous results to the railway interest, and 

» irectly to the public prosperity, may be traced to the un- 

ecestary and ruinous reductions of rates that have followed a 
Teckless competition. 

i have been represented by soliciting agents at com- 
Petitive points, vested with almost unlimi secretion, bid- 
mee against each other for patronage, unscrapulous as to the 

ed SP apored to influence consignments, anxious to give 

a i €votion to their employers by securing tonnage regard- 

st eee: 80 that very, little competitive freight is carried 

cher "sufficient to cover actual cost, including genera] and all 
trains penses, and much of it for little above cost of runving 


The general opinion of railroad managers appears to be that 








it is preferable to secure business at any mai however 
slight, above the cost of movement, satber than abandon it 
= Po and a reduction on one line is sure to be followed 

y all others. 

It might be supposed that the public would be benefitted by 
such competition, but this is not correct. The slight. increase 
in market values that would be required to secure fair re- 
muneration to transporters would be absolutely inappreciuble, 
and would neither retard production nor reduce consumption. 

For example: A pound of cotton makes two and eight-tenths 
yards of standard yard-wide — worth ten cents per 
yard. The addition of a single mill per pound to the trans- 
portation charges on cotton would add two millions of doliars 
to the net revenues of the lines, and a charge for transporta- 
tion on the rav material which would raise the price one-sev- 
enth of a cent per yard on cotton cloth, or its equivalent in 
other cotton products, would increase the net revenues of the 
lines to the extent of eight millions of dollars annually, and 
much of this additional tax of one-seventh of a cent per yard 
would be paid by consumers in foreign countries and in other 
States. The burden, slight as it would be, would not fall upon 
the South. 

Carry out this principle to include tobacco, dry goods, coffee 
and numerous articles, the value of which is large in proportion 
to cost of transportation, and there is no room to question the 
truth of the assertion, that even ten millions of dollars could 
be added to the net revenues of Southern railroads without im- 
posing any hardships upon the people or injuriously affecting 
~ public interest. 

_How many roads in the South are now ina dangerous con- 
dition from worn out rails and rotten bridges, ties and trestles ? 
The increase of rates will add to the safety and comfort of 
travellers, by enabling companies to introduce improvements 
—air brakes, smooth track, new cars, increased speed, and safe 
structures. Such improved accommodations will far outweigh 
the slight tax necessary to secure them. 

The cause of railroad insolvency has been stated—the remedy 
remains to be considered. 

Existing roads, even if too numerous—if their construction 
was unwise—cannot be blotted out. The greater the amount 
of capital sunk in their construction, the cheaper can they be 
operated to pay interest on what remains. Superfluous roads 
may be thorns, parasites, unmitigated evils in the estimation 
of those whose resources have suffered _ their construction, 
but they must be recognized and admitted to a share of busi- 
ness. There is no possible way of ignoring them, and any pro- 
posed remedy to be effective must accept the situation. 

There is clearly but one course left. The remedy for all the 
evils that now affect Southern railroad interests, and which 
threaten worse in the future, if not promptly arrested, consists 
simply in an increase and rigid maintenance of rates. 

ow can rates be maintained when all attempts heretofore 
have proved fruitless ? 


The first condition is that every manager of railway and 
steamship lines shall be fully impressed with the conviction of 
its absolute necessity, and that in no other conceivable way can 
the transportation interest be saved from utter ruin. 

Next, that the principle of union, for self-protection, should 
be recognized as applicable to corporations. Without govern- 
ments and laws anarchy would exist, and no man would be 
safe from the rapacity of his neighbor. Individual rights and 
liberties must be surrendered for the good of society, and those 
who refuse to recognize and obey laws must be coerced into 
submission. So, also, the right of a corporation to cut the 
throat of its competitors must be surrendered in return for the 
exemption from retaliative injuries which such surrender se- 
cures, and the bencfitand protection which it confers. 

These suge stions are therefore submitted for consideration : 

1. That all railroad and steamship companies operating south 
of the Potomac and Ohio, and cast of the Mississippi River, 
should meet in convention and subscribe to articles or associa- 
tion. 

2. That rules shall be alopted for the regulation of competi- 
tive business. 

3. That penalties be provided and enforced for violations of 
agreement. 

4, That companies refusing to join the association shall not 
be recognized, and the losses sustained by lines running in 
= to them shall be paid by pro rata assessment. 

. That rates and classifications to competitive points shall 
be established and changed only by convention, and locals 
when necessary increased to protect through rates. 

6. That a commission be appointed constituting a court of 
appeals, to decide all questions that may arise between mem- 
bers of the association, impose and enforce penalties for viola- 
tion of agreements, determine proportions when business is 
pooled, exercise supervision over the clearing-house for set- 
tling balances, and establish a bureau of statistics for general 
information. 

The commission is an essential feature—a balance wheel to 
the machinery. It should be constituted not of lawyers and 
politicians, but of gentlemen of the highest standing, thor- 
oughly familiar with all the details of transportation on South- 
ern lines, and not connected with or owners of stock or bonds 
in any of them. They should be liberally paid for their ser- 
vices, and devote their whole time to the interest of the asso- 
ciati_n. 

If three gentlemen cannot be found possessed of the requi- 
site qualifica ions, then, as an alternative suggestion, the com- 
mission might be constituted by a combination of compensated 
and gratuitous services. A salaried President of the Board, 
and the associate commissioners to consist of one representa- 
tive from each through line. Questions affecting the general 
interest to be considered by the whole board, and questions 
affecting any competitive point only by the commissioners rep- 
resenting lines centering at that point. 7 

Entirely gratuitous service will be meffective. There must 
be at least one commissioner liberally paid to devote his whole 
time and talents to his duties, which will be arduous and re- 
sponsible. 


POOLING BUSINESS AT COMPETITIVE POINTS. 


The plan of pooling business at competitive points in pro- 
nortions determined by agreement is advocated by many 
southern railroad managers as the only way to secure harmony 

and maintain rates. 

The plan in theory certainly presents great advantages. It 
removes all inducements to cut rates, and does away completely 
with that pest and parasite on the railway system, soliciting 
agencies. It is clear that amuch smaller proportion of business 
at a given point than a line may claim as its due, carried at fair 
rates, Seat yield more net revenue than two or three times the 
amount secured by competition. As an illustration, the cotton 
business of a certain competitive point is 60,000 bales. Three 
lines terminate there; the last opens. to which the others do 
not concede superior or even equal advantages, claims in a pc 
40,000 bales or two-thirds of the whole business, a claim which 
of course the others refuse to recognize. The established rates 
have been $3.50 per bale; under a contest, not more than $1.50 
could be secur Deducting 1 cent per ton per mile for ex- 

nses of movement, the 40,000 bales at $1.50 would leave net 
20,000; but one-fourth of that amount, or 10,000 at regular 

rates, would pay net over expenses, $25,000, There are, unfor- 
tunately, some officials willing to sacrifice tens of thousands 0 
dollars for the lines they represent, and inflict hundreds of thou 
sands of dollars damages upon competitors, rather than in a 
spirit of compromise and concession accept a smaller share of 
the business than ay Se, for reasons satisfactory to them- 
selves, to be entitled to. 

Some attempts have been made at pooling for two years, but 





the results have not been satisfactory. The difficulty ari 

first, from the impossibility of the ro ol direct: interested in 
agreeing upon proportions; secondly, from the failure of debtor 
roads to make returns and pay over balances; and thirdly, from 
the want of confidence in the good faith of other lines, for which 
experience proves that there is, unfortunately, too much reason, 

_The proposed commission openers to present a solution of the 
difficulty, and the —7 plan by which pooling can be rendered 

ossible, particularly if certain equitable principles be estab- 

shed by which the distribution shall be made. recognizing 
especially the actual time between shipment and delivery and 
the frequency of service. A properly constituted commission 
as a board of referees should inspire confidence ; and if a line 
is allowed less than is claimed as its proportion, it is preferable 
to eenept it at full rates rather than carry the whole without 
profit. 

The commission would also remove the other objections to 
the pool. It would ‘have control of the clearing-house, pre- 
scribe the form of making returns, regort balances, and its cer- 
tificates would form the basis of settlement, which, if not 
promptly made, could be enforced by penalties. 

Under such an organization pooling would be preferable to 
an agreement to maintain rates, for the latter would render 
necessarp a continuance of soliciting agents, and human in- 
genuity has never yet devised a plan by which, under active 
competition, attempts to influence business by outside consid- 
erations can be prevented. In such contests, honesty is at a 
discount and mendacity commands a premium. 





Wonderful Railroad Work. 


Under this head, which is quite appropriate, the Jersey City 
Journal of Sept. 8 gives the following account of the trains 


handled on the New York Division of the Pennsylvania Rail- 
road Aug. 27: 


“On last Friday, the largest day’s work ever done on the 
New York Division of the Pennsylvania Railroad was per- 
formed. Between the hours of 12 midnight Thursday night 
and 12 ee Friday night, trains were run over the on 
as follows: Regular trains east-bound, 82; west-bound, 81, or 
163 in all; extra trains east-bound, 86; west-bound, 97, or 183 
—a grand total of 346 trains moved during the twenty-four 
hours. Of these trains 106 re r and 102 extra trains were 
run through the Bergen Cut, in all. This total shows that 
a train was run through the cut once every six minutes and a 
fraction over during the entire twenty-four hours. When it is 
considered that every one of the extra trains was handled by 
telegraph, and guided to its journey’s end by this means, the 
wondrous perfection of the system pursued on the road is ob- 
servable. During those twenty-four hours 8,089 freight cars 
were moved on the division—1,598 eastward and 1,491 west- 
ward. Of these 2,523 ran past Monmouth Junction—1,277 east- 
ward and 1,246 westward, e others were local] cars, or were 
run to stations east of the junction. Besides all these cars, 
there were 275 peach cars moved east, and to an uninitiated 
observer it seems impossible that such an enormous network 
of trains could be run on any road without disaster or accident ; 
but when the uninitiated became initiated into the mysteries 
of the system of running the trains practiced on the uB- 
tonishment would vanish and admiration grow. During those 
twenty-four hours, Mr. Barker, the Division Superintendent, 
was not at the helm, but the great work was done entirely b 
his assistants. Mr, Gus Gardner, the Assistant Superintend- 
ent, Mr. C. Watts, the dispatcher, Mr. Edward ae eg 
the depot master, Mr. J. McKane, the freight-yard master, Mr. 
W. Ettinger, the division telegraph operator, and Mr. George C. 
Blake, the night depot master, are the men who 80 success- 
fully drove the work to a successful finish. All of these gentle- 
men received their education on the old New Jerse i 
together with their Superintendent, Mr. George W. Barker. 
The plan of a line of promotion therefore works well, and has, 
in this case at least, proved very successful.” 

Mr. Barker informs us that on Thursday, the 2d inst., he 
moved on his division 3,117 freight cars in 831 trains, being 38 
cars more and 15 trains less than on August 27. This great 
number of freight trains is made possible only by the high rate 
of speed at which the trains are run, many of the stock and 
peach trains on this road making more than 20 miles an hour. 





Rapid Transit in New York. 

The commission appointed to determine upon a route, plan 
and rates of fare for a rapid transit road in New York, have made 
a report to the Mayor of that city. A number of routes instead 
of a single one was recommended, and the two principal ones 
coincide closely with those of the Gilbert and Greenwich street 
companies’ routes. The chief routes are as follows, as described 
in the New York Tribune : 


“1, Beginning at the Battery and running through Whitehall, 
Beaver and Pear] streets and New Bowery to Chatham square; 
thence through the Bowery and Third avenue to the Harlem 
River at One Hundred and Twenty-ninth street, with branches 
throngh Burling slip across South street to Fulton Ferry, to 
Thirty-fourth street Worry and to the Grand Central —. 

“9° From Chatham square through Division and Allen 
streets to First avenue, to Twenty-third street, to Second ave- 
nue to Harlem River, 

“‘ Up Division street from Chatham square to Chrystie strect; 
thence to Second avenue and the Harlem River. 

“4, A loop beginning at Chatham square and running 
throne Chatham street to Tryon row, around the Staats Zei- 
tung Building, and through Centre, Park and Mott streets, and 
private property, to the Bowery. 

“5, From Fitty-ninth street down Sixth avenue and through 
Amity street, South Fifth avenue, West Broadway, Murray and 
Church streets, and private property, to the Battery. 

“6, From the Harlem River through Eighth avenue, Ninety- 
second street and Ninth avenue to the present terminus of the 
Greenwich street road, and following the line of that road to 
the Battery. 

“7, From Harlem Bridge along the Harlem River to Kings- 
bridge. 

“Some of the routes chosen are merely alternatives. For 
instance, the Commissioners —< that they do not expect that 
roads will be built on both Third and Second avenues, but, de- 
siring to leave some liberty of choice in this respect, they re- 
solved to recommend both routes. The same is true of th 
and Ninth avenues. The report states that the Gilbert Com- 
pany and the New York Elevated, or Greenwich Street Railroad, 
have united their interests, and resolved to combine their re- 
sources wherever their 1outes coincide. The consideration of 
the routes of these roads has ied the attention of the 


Commissioners almost exclusively, and they ¢ entire 
satisfaction with the financial guarantees and faith of the 


two companies. 

“ The plan of construction remains yet to be chosen.” 

The Report contains the following stipulation regarding the 
rates of fare and the time for completing the roads: 


“TRAINS FOR THE WORKING CLASSES. 








‘Before making these locations, however, we required trom 
each of the vwo companies satisfactory bonds, in the sum of 
$088,600 ihe cach commen , for the comer of their roads 
within certain peri xed; and we required their con- 
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se at, 3 formal resolutions of their Boards of Directors, among 


other things to rates of fare specified by us, and to a system of 
trains to be run between the hours of 5:30 and 7:30 a. m., and 
5 o’clock and 7 o’clock p. m., special trains at half rates of fare, 
in order to accomm that class of the population which de- 
sires to go to and from their daily avocations within those 
hours. These trains, similar to the trains which are run upon 
railways in England for the accommodation of laboring people, 
at low rates of fare during certain hours, and known as ‘ Par- 
liamentary trains,’ have in the arrangement above referred to, 
been distinguished from ordinary trains as ‘Commissison 
trains.’” * * * / 

‘The rates of fare are as follows: On the east side of ihe city, 
for any distance between the Battery and Fifty-ninth street, not 
i» exceed 10 cents ; for any distance not exceeding five miles 
not to exceed 10 cents, and not to exceed two cents additiona 
for every additional mile or fraction of a mile in excess of a 
mile; but no fare for th@ entire distance (or - part of it) 
from and bet een the Battery and the Harlem Kiver shall ex- 
ceed 15 cents, and no fare for the entire distance (or any pest 
of it) from and between the Battery and High Bridge shall ex- 
coed 17 cents. The fares on ‘Commission trains” and cars— 
being special trains to be run on the east side of the city from 
5:30 A, mM. to and until 7:30 a. m., and from 5 Pp. m. to and until 7 
p. M. at half the above rates—are to be five cents, seven cents 
a 1d eight cents for the above stated distances respectively. 

On the west side of the city the fares are to be as follows 
From any distance from and between the Battery and Fifty- 
ninth street, not to exceed 10 cents; for any distance not ex- 
cveding five miles, not to exceed 10 cents, and not to exceed 
two cents additional for every additional mile or fraction of a 
mile in excess of a mile. And for ‘commission trains,” or 
cars to be run on the west side of the city from 5:30 a. m. to 
ad until 7:30 a. m., and from 5 p. m. to and until 7 p. m., the 
fares are to be at one-half the above rates. 

‘* TIMES FOR COMPLETING ROAD. 


“The times for the completion of the railways of the Gilbert 
Elevated Railway Company are as follows: A section of the line 
of that company not less than three miles in ae and running 
south from Forty-second street (on eitber side of the city as may 
be preferred by the a’ is to be completed within ten 
moaths from Oct. 1, 1875. ‘The remainder of the railways of 
that company is to be completed at the rate of not less than 
five miles in every twelve months after the expiration of the ten 
months above mentioned. 

“The New York Elevated Railroad Company are to complete 
their railways between the Battery and Fifty-ninth street before 
or by Sept. 1, 1876; from Fifty-ninth street to Harlem River 
before or . June 1, 1877; and from Ninety-second street and 
Ninth avenue to High Bridge before or by June 1, 1878.” 

Cincinnati Southern,—Mr. John M. Goodwin has been ap- 
pointed inspector of the iron and steel rails to be furnished to 
this company by the Cleveland Rolling Mill Company—a very 
large amount. 

Connecticut & Passum 
some years General a 
tendent, in place of Mr. 


@®eneral Qailroad Wlews. 


TRAFFIC AND EARNINGS. 
Erie Oanal Traffic. 


Business at Buffalo from the opening up to September is re- 
ported as follows : 


ic Rivers.—Mr. H. E. Folsom, for 
+ Agent, has been appointed Superin- 
eorge A. Merrill. 











1875. 1874. Decrease. P.c. 
Receipts of tolls... .$420,017 23 $726,482 67 $306,465 44 942.2 
Buats cleared....... 3,436 4,548 1,112 24.5 


The canal opened May 18 in 1875 and May 5 in 1874. 


Flour and Grain Movement. 
The following log ty ow and shipments are reported, flour in 
barrels and grain in bushels, for the week ending Aug. 28 : 


flour: 1875. 1874. Inc. or Dec. P.c. 

Lake ports’ receipts...... 80,237 106,838 Dec.. 26,601 25.0 
sd bed pments. eooee 95,338 122,554 Dec.. 27,216 22.2 

Atlantic ports’ receipts.... 148,172 184,361 Dec.. 36,189 19.0 
Wheat: 

Lake ports’ receipts......1,643,108 2,690,543 Dec.. 1,047,435 34.9 
ba ” shipments ncseee 1,142,114 1,431,319 Dec.. 289,205 20.2 

Atlantic ports’ receipts.... 659,312 1,452,884 Dec.. 893,525 61.5 
Grain of All Kinds: 

L.ke ports’ receipts......4,420,986 5,013,941 Dec.. 592,955 11.8 
oe shipments. «+++-3,146,585 3,165,646 Dec.. 19,051 0.6 

Atlantic ports’ receipts....1,664,312 3,478,346 Dec.. 1,814,034 52.1 


There is a decrease here in everything. A late harvest is 
the chief cause. Deliverics at Northwestern shipping points 
hve been smaller than shipments for some time, and stocks on 
hand are low. With fine weather for threshing and a continu- 
auce of present prices, the movement of the new crops should 
now become heavy. Of the shipments of grain from lake ports 
fo: the above week, 3144 per cent. went by rail in 1875, 19 per 
ce ib in 1874, and 2144 per cent. in 1873. 

From Jan. 1 to Aug. 28, nearly eight months, receipts and 
sh’ pments have been: 


Flour: 1875. 1874. Decrease. P.c. 
Lake ports’ receipts..... 2,957,101 3,930,514 {3,513 24.7 
a shipments... 3,178,324 3,725,034 647,710 14.7 
At antic ports’ receipts.. 5,787,297 6,736,605 949,308 | 14.1 
Wiaeat : 
Leake ports’ receipts...... 35,742,089 50,885,769 15,143,680 29.8 
* shipments... 31,207,669 39,140,270 7,932,601 22.7 
Atlantic ports’ receipts.. 30,664,227 40,971,073 10,306,846 26.1 
Corn: ; 
Lake ports’ receipts....... 32,649,990 43,991,438 11,341,448 22.9 
- shipments ... 26,824,752 33,070,101 6,245,349 19.0 
Atlantic ports’ receipts.. 33,815,872 39,255,258 5,439,386 13.8 
Grain of AU Kunds: 
Lake ports’ receipts ..... 85,453,531 116,553,441 31,099,910 26.7 
a shipments. .-. 68,550,651 87,098,035 18,547,354 21.3 
Atlantic ports’ receipts.. 75,553,943 94,043,765 18,489,822 19.6 


The recent comparative activity has lessened the difference 
between the current and previous years. Though the lake 
ports’ receipts are 26% per cent. less than in 1874, they are 15 
p-r cent, less than in 1873, and ee As 7 cent. less than in 
1872. But the Atlantic receipts, whi el % per cent. less than 
last year, are nearly 9 os! cent. more than in 1873, and 2 per 
ceut, more than in‘1872, An increase in direct rail shipments 
fro:n interior or western points to interior eastern points would 
re luce all the figures —— and an increase in direct shi 
ments from interior wes' points to seaports would tend 1 
decrease the figures of lake ports’ receipts and shipments. In 
fact, for four years lake ports’ shipments and Atlantic ports’ 
receipts have been : 

1872, 1873. 1874. 1875. 
Lake | agli shipments. ...71,610,739 77,371,105 87,098,035 68,550,651 
Atlantic ports’ receipts. ..74,062,659 69,562,468 94,043,765 75,553,943 
Per cent. of first tosecond. 96.7 111.3 92.6 90.7 

This shows that the proportion of lake ports’ shipments to At- 
lantic ports’ receipts has been less this year than for any of the 
three years previous. 

For the four weeks from Aug. 1 to 28, being the first of the 
crop year, lake ports’ receipts of grain have been : 

1875. 1874. 1873. 1872. 
Lushels.,..........18,618,071 17,646,074 20,631,893 17,198,269 

Considering the lateness of the harvest, making it impossible 

© hip to any extent from the new crens, the small receipts of 





August are not to be feared; but the next two months ought 
to give us a taste of what the year has in store in the way of 
grain trattic. Prices are good, the crop is abundant, and 
freights are lower than ever before known. 

Baltimore grain receipts for August were as follows: 





1875. 1874. Inc. or Dec. P.c. 

Flour, barrels............ 125,179 182,697 Dec. 57,518 31.5 
Wheat, bushels.......... 702,831 1,230,507 Dec. 527,676 42.9 
Corn, bushels.........++. 624,842 464,396 Inc. 160,446 34.5 
Other Grain...ccccsccscee 114,844 156,950 Dec. 42,106 26.8 
Totals. .o...0se0e +e+ + «2,005,822 2,673,989 Dec, 668,165 25.0 


In the totals flour is reduced to wheat. 
Buftalo grain receipts for the eight months ending August 31 
are reported as follows by the Commercial Advertiser: 








1875. - 1874 
Flour. Grain. Flour. Grain. 
By Wake@..0e ccccccsecs 575,867 27,003,701 774,885 32,636,475 
By Fall. .cccceccccccce 858,300 12,008,930 1,245,067 19,096,735 
BOC 006 cccesece 1,434,167 39,012,631 2,019,952 51,733,210 


The decrease in flour this year was 29 per cent., and in grain 
24.6 per cent, Of the flour 59.8 per cent., and of the grain 30.8 
per cent, came by rail. The shipments of grain for the same 
period were: 





1875. 1874. 
Dy COMA, DUPE .c oc cccsccccseccrccccecses 17,956,284 24,144,997 
er I vntrcesececcsasieassaseseaes 8,333,074 7,461,445 
saya esbehetenbe da cebpeenaeedebes 26,289,358 31,606,442 


A decrease of 5,317,084 bushels, or 16.8 per cent., all of which 
was in canal shipments, the rail shipments showing an increase 
over last year, in spite of the very low canal rates. Rail ship- 
ments were 81.7 per cent. of the whole this year, and 23.6 per 
cent. last year. 


Chicago grain receipts for the week ending Sept. 4 were : 


1875, 1874. Increase. P.c. 
NN ic cecneceen 6eeeue 2,126,492 1,741,568 384,924 22.1 
Shipments......ceccee eee 2,909,186 2,583,768 325,418 12.6 
Lake Rates. 


The Buffalo Commercial Advertiser says: “It was believed 
last year that under no possible circumstances would the price 
of transportation go lower than it was during the greater part 
of the navigation season of 1874. Very few vessels closed the 
year with a balance on the right side of the ledger, while a 

ood number of the small-class sail craft ran behind, leaving a 
arge adverse balance with which to commence operations this 
year. When the accounts were settled in the winter, vessel 
men said that rather than have such another season they would 
tie up their property. In that way they could not lose much 
money in any event. 

“But notwithstanding all these protestations nearly all of 
the lake fleet fitted out sooner or later, and freights are lower 
than ever, as will be seen from the following statement of the 
average freight on wheat and corn, from Chicago to Buffalo by 
lake, and from Buffalo to New York by canal, for the month of 
August, in the years named: 


-—-—LAKE._—~. ——CANAL.—— 
Wheat. Corn. Wheat. Corn. 
Cents. Cents. Cents. 

8.4 15.7 13.3 

4.1 13.7 11.7 

6.6 14.1 11.6 

4.8 14.0 12.0 

4.7 9.4 9.2 

5.7 11.8 10.8 

8.8 12.0 11.0 

5.6 10.6 9.6 

2.1 9.0 8.0 

2.2 8.1 7.3 





“The average rate on wheat by lake last month was over 
half a cent below that for the corresponding month in 1874, 
while the average by canal is nearly a cent lower. It will be 
seen by the exhibit that the ruling prices this year are without 
a parallel. A freightof 2% cents makes a very poor showing 
as compared with 10.3 cents, the average for August, 1866. By 
canal the average last month was only -a trifle more than one- 
half of that for August, 1866. 

“As we have already stated, most of the lake vessels fitted 
out this season and made a trial, but scores have again gone 
out of commission. At Chicago the harbor is so full of vessels 
laid up that those in business have difficulty in moving about 
from one dock to another. An evidence of the tenntbhy de- 
pentane condition of the transportation business is found in the 
fact that the schooner P. 8. Marsh, which is considerably above 
the average as a carrier, could not procure any kind of a cargo 
at Chicago that would even pay her expenses dcwn, and she 
came all the way through the lakes to Cleveland recently, fly- 
ing light. Such a thing was never heard of before. Another 
vessel brought down a load of corn at 1%4 cents a bushel. The 
contract was reported as on private terms, but this ruinous 
rate was all she received. 

“During the past few days, however, there has been a large 
increase in the ge of grain from the Lake Michigan 
sorts, Which ought to have the effect to advance freights before 
ong. But yesterday shipments were reported at 244 cents a 
bushel on wheat and 2 cents on corn, which is no improvement 
on former unremunerative rates.” 


The Delaware Peach Traffic. 

For the four days ending September 4, 827 car-loads of 
peaches were shipped over the Delaware Railroad. For the 
week ending August 31 the shipments were 1,701 cars. The 
total shipments from the beginning of the season up to and in- 
cluding Sept. 4 were 5,287 car-loads, or about 350 trains. 


Ooal Movement. 


The coal tonnages reported are for the eight months ending 
August 28, the companies in all cases reporting by weeks. 
1875. 1874. 





Anthracite : Inc.,or Dec. P.c. 
Delaware & Hudson Canal 
Mi 6405 06.000660dcacases 2,065,164 1,621,004 Inc. 544,160 35.8 
Delaware, Lackawanna & 
un st anveecads 2,354,374 1,702,229 Inc. 652,145 38.3 
Pennsylvania Coal Co.... 878,450 847,334 Inc. 31,116 3.7 
Central, of New Jersey... 939,365 1,569,361 Dec. 629,996 40.1 
Lehigh Valley............ 1,421,911 2,689,722 Dec. 1,267,811 47.1 
Pennsylvania & N. Y..... 72,923 40,352 Ine. 3,2571 80.6 
Philadelphia & Reading.. 2,221,152 3,022,769 Dec. 801,617 26.5 
Northern Central, Shamo- 
era 451,314 272,581 ‘Inc. 178,733 65.6 
Summit Branch ........- 336,958 310,805 - Inc, 26,153 8.4 
Danville, Hazleton & 
Wilkesbarre............ 48,864 24,169 Inc. 24,695 102.2 
Pennsylvania Canal...... 128,632 207,050 Dec. 78,418 37.9 
een cerscses 10,919,107 12,207,376 Dec. 1,288,269 10.6 


The effects of the strike are still seen, and will be throughout 
the year, but the companies affected by it are rapidly making 
up for the deficiencies of previous months. 








Semi-Bituminous: 1875. 1874. Inc.orDec. P.c. 
Huntingdon & Broad Top .. 143,045 .......... Coccccccccee cs 
Eas TOPrecscrcedicoses FUMED cxsesecsce  sdeveccceces eee 
Tyrone & Clearfield .......... 563,343 416,049 Inc..147,294 35.4 
Bellefonte & Snow Shoe...... ree ich ovbneine. . atin 
Cumberland, all lines ........ 1,483,573 1,490,130 Dec.. 6,557 0.4 

Totals.,..... coececrsocceces 2,262,912 ..ccccosee . 


The tonnage given for the Huntingdon & Broad Top includes 
only that originating on its lines. There is also a large ton- 
nage of Cumberland coal from the Bedford Division of the 
Pennsylvania road, which passes over the road, Including 





this, the coal tonnage of the road was: 1875, 257,932; 1874, 
216,370 ; increase, 41,562 tons, or 19.2 per cent. 





Bituminous: 1875. 
BAECIBY o.ccccccccccvcccesccccccccccccccssvcvcesecsseseece ce 145,285 
Alleghemy region ....2..cccccceccccccccecccsccecesesesceses 148,273 
Pittsburgh region. .....ccccccccccccccccccccssccsccsssesvecs 403,172 
Westmoreland gas coal........ccescccccccccccessesscccseces 406,411 
Chesapeake & Ohio, West Virginia Coal........0.eeeeerseeses 104,998 

Ns 600.000 000000 0000 000065500es ens 6046000000000086000605 1,208,139 

Coke: 
Clearfield and Allegheny ......--0+eseseesseeccereeeceecesees 326 
Western Pennsylvania and Pittsburgh region..........+++06+ 119,643 
Southwest Pennsylvania Railroad...........eceeeececeeeeeees 334,722 

WORE 5000 ccccecccrecncscsrvesescvccsucesescosscecooscevcese 454,691 


These coke returns and the Chesapeake & Ohio coal reports 
end with August 21, being a weck behind. 

The coal tonnage of the Pennsylvania Railroad for the third 
week in August was as follows: 


Tons. 
ANtHrACIte..... cc ccccccccccccccccccccccessscscsseessscsseeees 23,632 
BACUMUNOUS. 0 00cccccccccscccscccccseccceseecccs cescesconcccce 65,242 
SING i sdnicencincccabenet acrocinavsessiaaeassconebehenasensaes 5,306 
ON 0 0:00k0.0'5:0.00-50-0000.0006 0000.00 s06ds 4000d060050 6600006 104,180 


Railroad Earnings. 

The following companies have reported earnings for the 
periods given : 

Year ending December 31: 











1874. 1873. Inc. or Dec. Po, 

Central Pacific........ $14,531,355 $13,851,489 Inc... $679,866 49 
Expenses .........++ 5,848,977 4,606,187 Inc... 242,790 43 
Net earnings........ $8,682,378 $8,245,302 Inc... $437,076 “ba 
Earnings per mile... 11,930 11,364 Inc... 566 4.9 
Percent. of expenses 40.25 40.47 Dec.. 0.22 0.5 
Year ending June 30: 

1874-75. 1873-74. 

East Tennessee, Vir- 
ginia & Georgia...... $1,059,986 $1,111,184 Dec.. $51,198 46 
Expenses ........+++ 717,523 697,408 Inc.. 20,115 29 
Net earnings........ $342,463 $413,776 Dec.. $71,813 17.9 
Earnings per mile... 3,940 4,131 Dec.. 191 4.6 
Per cent. of expenses 67.69 62.76 Inc.. 4.93 7.9 
Siz months ending June 30: 

1875. 1874, 

Central Pacific........ $7,280,134 $5,903,630 Inc ..$1,376,504 23.3 
Expenses ...,.+.++0+ 3,050,340 2,420,745 Inc.. 629,595 26.0 
Net earnings........ $4,229,794 $3,482,885 Inc.. $746,909 214 
Earnings per mile... 5,847 4,867 Inc.. 980 20.1 
Per cent. of expenses 41.90 41.00 Inc.. 0.90 22 


Central Pacific earnings for the year are all given in currency; 
for the six months they are partly in coin and partly in cur- 
rency, but the —— are nearly all in coin, which makes the 
true proportion of expenses about 44 per cent. 

Third week in August : 


1875. 1874, Inc. or Dec. P.¢, 
Denver & Rio Grande........ $7,116 $8,344 Dec..$1,228 147 
Week ending August 20: 
Great Western......... £14,739 £18,227 Dec.. £3,488 19.2 
Week ending August 21 : 
Grand Trunk.......... $36,100 £39,500 Dec.. £3,400 8.6 
Month of August : 
Central Pacific....... + $1,532,000 $1,322,527 Inc.. $209,473 15.8 
Central Pacific earnings are compared with 1873 as follows: 
1875. 1873. Increase. P.c, 
Month of August........... $1,582,000 $1,251,622 $280,378 224 
Eight months ending Aug- 
TSE Bl. .cccccccccccccccece 10,919,183 8,791,582 2,127,601 24.2 





Feed-Water Regulator for Injectors. 





As the evaporation of water in locomotive boilers constantly 
varies with the amount of work performed, and as most injec- 
tors feed a nearly uniform quantity at aJl times, with any given 
pressure of steam, it is desirable to have some means of regu- 
lating this supply to meet the varying requirements of the en- 
gine. This result Messrs. Nathan & Dreyfus have aimed to ac- 
complish, by the arrangement which we illustrate in this num- 
ber of the Railroad Gazette. Fig. 1 of the illustrations repre- 
sents a side view of a locomotive with an injector, JR (in this 
case one of the Friedmann pattern), placed between the two 
driving-wheels. In order to regulate the supply of water which 
flows into the boiler a two-way connection, K, is attached to 
the lower end of the injector. This is shown in section on 4 
larger scale in Fig. 3. To this connection an ordinary feed or 
water delivery pipe, D D, is attached, which conveys the water 
from the injector to the check valve, F, and thence to the 
boiler. On the other side of the connection K a pipe, NV WX, 
is attached which is connected by a flexible rubber hose with 
the tender. This pipe also hasa regulating cock or valve, 
M, which is operated by a handle, M’, in the cab. If now the 
injector is working and the cock Mis opened, a portion of the 
water which is forced through the injector will flow through 
the pipe N WN N into the tender, thus diminishing the -amount 
which is fed into the boiler. The quantity thus intercepted 
from the boiler supply and returned to the tender can be regu- 
lated by opening or closing the cock M more or less. This 
gives a convenient means of either increasing or diminishing 
the boiler supply. It can also be used as a heater for warming 
the water in the tender if desired. 

This improvement allows the injector to work freely, 80 that 
the boiler-feeding and heating processes are going on simul- 
taneously without interfering in any manner with the working 
of the injector. 

To the 4 Ma blow-off cock, m, Fig. 3, is attached, 80 that the 
pipe W can be blown out and cleared of any sediment or dirt. a 

It is said that this apparatus enables an injector to feed ys 
ter water to the boiler than is possible without it, and oes . 
prevents the injector from becoming overheated and thus 
ing its efficiency diminished from this cause. 

It can of course be supplied to stationary engin ‘ll 
to locomotives. The patentees and manufacturers are — 
known firm of Nathan & Dreyfus, of No. 108 Liberty sit 
New York. 


es as well a8 
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—Mr. John F. Mills, Train Dispatcher at Crestline, {of 
the Pittsburgh, Fert Wayne & Chicago road, and Deng 
the Pittsburgh, Fort Wayne & Chicago Railway from an ovel” 
ance Association, died at Crestline ptember 4, ae attack 
dose of morphine, taken to allay the pain of an @ 
of asthma from which he was suffering. 
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Editorial Announcements. 


Contributions.—Subscribers and others will materially as- 
sist us in making our news accurate and complete y they will 
send us early information of events which lake place under 
their cbenrvallon, such as changes in railroad officers, organi- 
zations and changes of companies, the letting, progress and 


completion of contracts for new works or important improve- 
ments of ones, experiments in the construction of roads 
and machi and in their management, particulars as to 
the business 0, 


railroads, and suggestions as to its improve- 
ment, Discussions of jects pertaining to ALL DEPARTMENTS 
of railroad business by men practically acquainted with them 
are especially desired. oe will oblige us by forwarding 
early copies of notices of meetings, elections, appointments, 
pepe eterad annual reports, some notice of all of which will 
be 








FEED-WATER HEATERS FOR LOCOMOTIVES. 





Nearly all master mechanics and engineers have a more 
or less vague impression that a considerable amount of 
heat is saved by heating feed-water for locomotives before 
it enters the boiler. It is, however, doubtful whether 
many of them have anything more than a vague idea of 
the amount of economy which can be or is effected by this 
means. J iventors of feed-water heaters are very apt to 
make statements of the economy which results from the 
use of their inventions, said to be confirmed by actual 
experiments, which, we fear, would not bear very close 
scrutiny. The fact is, however, that the maximum amount 
of economy possible to be effected by heating feed-water 
to a given temperature is easily calculated, and it is abso 
Intely certain that there can be no more saving than that 
which is indicated by theory, but that in all cases it will 
be less, and usually very much less, than the theoretical 
economy. In order to muke this quite clear to all of our 
reiders, a little elementary explanation may be required, 


which those who are already familiar with the theory of 


heat and steam need not read. 

In making such colculations we must, in the first place, 
be careful to distinguish between the degree of heat and 
the quantity of heat—-a distinction of which we fear many 
inventors are either ignorant, or which they disregard in 
their estimates. Thus, if feed-water is heated from a tem- 
perature of 40 degrees to say 195, and steam is used at a 


pressure of 120 lbs. per square inch, the temperature of 


which is 350 degrees, the inventor is very apt to 
infer that the quantity of heat which was im- 
parted to the water in order to convert it into 
steam at that pressure is represented by the differ- 
ence between 40 and 350, or 310, and that if the feed water 
is heated from 40 to 195 degrees, or has; 155 degrees im- 
parted to it, there is thus a saving due to the use of the 
heater of one-half the heat. It is of course well known by 
those at all acquainted with the laws of steam or of ther- 
modynamics, that such a .otion—because it is usually 
nothing more—is utterly mistaken, for the reason that a 
thermometer does not indicate the heat which, to use the 
old phraseology, becomes latent in changing water from a 
fiuid to a gaseous condition. Thus, if water is heated to a 
temperature of 212 degrees under merely atmospheric 
pressure, we must then, in order to convert it into steam 
keep on adding heat to it, although the steam, after it is 
generated, will not be hotter than the water, or rather, a 
thermometer placed in the steam will not indicate any 
h'gher temperature, and therefore the heat is said to be 
latent, which term will be as good an explanation as we 
need for this phenomenon at present. It shows, however, 


that «thermometer alone does not indicate the quantity of 


heat in steam. To do this, or rat :er to measure the quan- 
tity of heat, what is called the unit of heat is employed. 
This unit is the amount of heat required to raise 
one pound of water one degree. To raise the 
temperature of two pounds of water one degree, or one 
pound two degrees, would require two units of heat. If 
now we take any given quantity of steam of a known 
pressure and find out how much it will increase the tem- 
perature o! a certain quantity of water, we can learn how 


much heat there is contained in steam. This has been ' 





done by careful experiment, and the results are embodied 
in tables which are published in the various trestises on 
the steam engine.* By these experiments, and from the 
tables referred to, we learn that it is necessary to commu- 
nicate 1,178 units of heat to a pound of water in order to 
convert it from zero to steam of atmospheric pressure. Of 
course, if the water is already warmed to a temperature 
above zero, just that much less heat must be communi- 
cated to it in order to evaporate it. That is, if one pound 
of water is warmed to a temperature of say 40 degrees, the 
total heat required to convert it into steam of atmospheric 
pressure will be 1,178--40=1,138 units. If heated to 195 
degrees, it will be 1,178--195=983 units. The total heat, 
measured from zero, contained in one pound of steam of 
120 lbs. pressure is 1,220.2 units, and therefore in order to 
convert that quantity of water of 40 degrees temperature 
to steam of the same pressure would require 1,220.2--49— 
1,180.2 units ef heat. If the water was heated to 195 
degrees, it would require only 1,220.2—195=1,025.2 
units. Now the difference between 1,180.2 and 
1,025.2, or 155 units, represents the theoretical econo- 
my of heating the feed water from 40 degrees to 195. 
In other words it will take 13 per cent. less heat to con- 
vert water of 195 degrees into steam of 120 lbs. pressure 
than will be required to convert the same quantity of 
water of 40 degrees into steam of the same pressure. As- 
suming that the average temperature of water used on 
locomotives is 40 degrees—which is perhaps too low we 
can easily construct a table showing the theoretical econ- 
omy due to heating feed water to different temperatures 
and for different pressures of steam. Such a table is 
given below, the temperature of the water being assumed 
ut 40 degrees and the steam pressure at 120 lbs. The left- 
hand column gives the percentage of economy due to 
heating the water to the temperatures given in the right- 
hand column. Of course, if the temperature of the water 
is higher than 40 degrees before it enters the feed-water 
heater, the saving due to the latter would be still further 
reduced: 

Temperature of water imparted Percentage of economy due to in- 


by feed-water heater. crease of oe of 
water above 40 degrees 











40 degrees +++» per cent. 
j “ 1.69 ” 

80 “ 3.38 yi 

100 bic 5.08 ut 

120 as 6.77 = 

140 “ 8.47 

160 bh 10.16 - 

180 6s 11.86 o 

200 of | 13.55 - 

220 “ 15.25 = 


It will be seen then that even if the temperature of 
the water was aslowas 40 degrees before it entered the 
the heater and it was heated to 220 degrees, or above the 
boiling point, the theoretical saving would only be 
15} per cent. Now the above is the - maximum 
theoretical effact that can be produced by a 
feed-water heater. In practice there are numerous sources 
of los:, such as radiation, leakage, etc., which reduce this 
very materially. But besides the waste, as it may be 
called, of a heater, there are other sources of loss which 
must be taken into consideration in estimating its practi- 
cal value oma locomotive. There is its first cost, which 
will be from $250 to $500—say $375. The interest on this 
at 7 per cent. will be $26.25 per year. Besides this, no 
prudent engineer would charge less than 10 or 20 per cent. 
for the annual deterioration of such an apparatus, say 15 
per. cent., whic’) will be $56.25. The cost of repairs must 
also be added, which, at say $25 per year, would make the 
total annual charges $107.50. 

Those who undertake to make improvements in loco- 
motives, are very apt to lose sight of the fact that anything 
which diminishes the maximum capacity of such engines 
for pulling cars diminishes their efficiency in the same 
proportion, and increases the cost of the service which 
they perform. In order to move a train over a road, it is 
necessary not only to consume fuel, but the labor of a 
locomotive runner and fireman, usually three brakemen 
and a conductor are needed. Besides these expenses there 
is the cost of repairs, oil, waste, cleaning and interest on 
the cost of locomotives, and the annual charge for deterio 
ration, all of which form a part of the co::t of moving trins. 
Taking these items per train mile as follows, we will see 
that they will amount to : 


cient steam. A feed-water heater could, of course, be so 
constructed that the exhaust steam could all be utilized 
for the blast in case of necessity, or a portion turned into 
the heater when not needed for the blast ; but then the 
advantage of the heater would be lost‘ just az the time 
when the most water is pumped into the boiler. On the 
other hand, it might be said that if the feed water is heated 
before it enters the boiler, there would be less difficulty in 
making steam, and therefore a less violent blast is needed 
than will be required if cold water is pumped into the 
boiler. The relative efficiency of exhaust steam, if used 
to heat feed water or if used to increase the force of the 
blast, is a question of fact, which probably only careful 
experiments can determine. It must be borne in mind, 
though, that the water which is pumped into the boiler is, 
with the exception of some waste, exactly equal to that 
which escapes in the form of exhaust steam. When, 
therefore, an engine is working hard and a great deal of 
steam is exhausted an equal amount of water must be fed 
into the boiler. If, therefore, one-fourth of the stean 
must be used for heating the feed water at one time, an 
equal proportion must be used at all times in order 
to heat the water to the same tem;erature. The 


question which a master mechanic must ask 
himself is, then, whether by using any given 
proportion of the exhaust steam which may be 


needed for heating the feed-water, the efficiency —that is 
the maximum steam-producing capacity of the boiler—will 
be increased or diminished? If it is diminished, then 
the other train expenses given will be increased per 
car hauled. Thus if an engine can haul thirty cars with- 
out a feed-water heater and can haul only twenty-nine 
with one, then the train expenses per car hauled will be 
increased one-thirtieth. Thus if an e gine ran 30,000 
miles per year, and the cost of fuel was six cents per mile, 
the total cost of fuel would be $1,800. If by heating the 
feed-water from 40 degrees to 200 we save 13.55 per cent., 
the total saving will be $243.90. Deducting from this the 
cost of repairs, etc., we have $243.90—$107.50—$136.40, 
which is the amount still left to the credit of the heater, 
or the amount of saving effected per year. But as the 
other train expenses are about $0.2741 per mile, or 
say 25 cents, the total cost of these per year will be $7,- 
500. If now, the feed-water heater diminishes the ca- 
pacity of the engine a single car, or one-thirtieth, there 
will be just so much less useful work done for the money, 
which is equivalent to increasing the expenses in 
the same proportion, which in this case would amount 
to $259, which is more than the saving effected. 

There is also the objection to all appliances like heaters 
that they increase the complication of the engine, and 
in the same degree the liability of getting out of order 
and requiring to be laid up for repairs. This 1s ordinari- 
lymuch more expensive than is supposed, and makes it 
necessary to have a larger equipment to do a given amount 
of business. During the busiest seasons of the yeara 
railroad needs machinery which will do the largest possi- 
ble amount of business. It uften happens that if busi- 
ness is not done ina given time it cannot be done at all, 
and therefore the larger the amount of service which can 
be performed by machinery the greater will be the useful 
work that it will do; or, in other words, the more money it 
willearn. Itis idle to say that a feed-water heater does 
not increase the liability of a locomotive to get out of 
order. Every additional piece added to a machine in- 
creases this danger, it may be ina very small degree, but 
it is increased nevertheless, 

If now we add to the additional expense due to the lia- 
bility of the engine getting out of order the loss of ef- 
ficiency due to waste, etc., it is evident that a feed-water 
heater instead of being economical may be the reverse. 
That the latter will be the case on any road on which the 
locomotives are worked up to their full power is absolutely 
certain in case the heater diminishes the maximum capacity of 
the engine, or, in other words, renders it incapable of pull- 
ing as many cars up the steepest grades, or over the hardest 
part of the road, as it could without the heater. Adding 
to this the fact that a heater increases the liability of an 
engine getting out of order, and also that in practice 
much less than the theoretical advantage is gained by 
their use, we think it may safely be assumed, that if 





Oil and waste per train mile 
Cleaning 
Repairs 


7 0040 
+» 0.0050 
0.0700 | 










Wazes of engineer a fireman pe r train mi 0.0600 
5 three brakemen 0.0525 | 
conductor S. askstye 0.0250 | 

Interest on cost of engine at 7 per’ cent. per train mile.. occas, SNe! 
Charges for deterioration at10 “ “ = © J Jicceee 0.0333 
$0.2741 


Now if the feed water is heated by the exhaust steam, 
the force of the blast in the chimney must be dimini-hed 
in proportion to th: amount of steam used in the heater. 


This will reduce the steam-generating capacity of the 
boiler. Now on all roads there is one or more ruling 


grades which determine the load that an engine can draw, 
and this is in most cases governed by the steam-gencrating 
capacity of the boiler. In other words, locomotives fail 
to pull the trains because the boiler cannot generate suffi- 





* See Catechism of the Locomotive, Appendix I, 


the capacity of an engine is diminished by the use of 4 
feed-water heater, it is not profitable to use them on loco- 
motives. In any eveut we may be entirely certain that it 
, is preposterous to claim a saving. of 30 per cent., or even 


more, of fuel, as some inventors do, from the use of such- 


appliances. ; | 
GERMAN RAILROAD ‘CONVENTION. 


On the 2d of August of this year the German Railroad 
Union held a general convention in Bremen, in advance 
of which was published the order of exercises and an ac- 
count of the principal subjects proposed for discussion oF 
subjects for adoption, from which we take the following: 

The order of exercises was as follows: 

I. Presentation of report of management of the E 
tive Directory. 

II. Introduction of a single and uniform unit of weight 
' in the tariffs for package freight and car-loads 
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III. a. Modifications of some of the rules of the Working 
Regulations. 

b. Introduction of a new form of way-bill. 

IV. Consideration of the plan of a new agreement with 
regard to the Working Regulations. 

V. Modification of §§ 3 and 11 (now 10) of the consti- 
tution of the Union. 

VI. Consideration of the scheme for new rules concern- 
ing Union tickets (free passes). 

VII. Designation of the weight and capacity of cars ac- 
cording to the metrical system. 

VUL Motion for the introduction of Menzl’s coupling 
apparatus for freight cars. 

IX. Election of the standing committees of the Union, 
(in accordance with the resolution of the Pesth general 
convention). 

X. Statement of account of the Executive Directory 
with regard to the management of the treasury of the 
Union. 

XI. Election of a new Executive Directory of the Union. 

XI. Choice of place for holding the next general con- 
vention of the Union. 

The report of the Executive Directory is also published 
inadvance of the meeting, it begins by giving changes in 
the managements of roads belonging to the Union; then 
the absorption of a company’s road in Bavaria by the 
State, the admission of new members, and applications 
for membership to be considered by the convention; and 
then gives a list of all the managements which are mem- 
bers of the Union, with the headquarters of each, its mile- 
age in operation, and its number of votes in the Union. 
This long list shows 56 managements of the German Em- 
pire in the Union, with 16,865 miles of railroad and 179 
votes; 38 managements with 10,745 miles of 
road and 119 Austria-Hungary, and 
8 managements with 1,688 mules of road and 
22 votes in other countries, the totals being 
102 managements, with 29,298 miles of road and 320 votes 
inthe Union. Thus the average mileage per management 
is 287. Among the members are the managements of the 
State railroads of the Grand Duchy of Baden, of the King- 
dom of Bavaria, of several Prussian State railroads, and 
of the Saxon State railroads. The length of line under 
one management varies from 1,438 miles (the Austrian 
Southern) to 3} miles. 

This Union, as we have said before is a society of man- 
agements and not of officers; that is, it is equivalent to 
what would be in this country an association of railroad 
companies; but we cannot designate it as such because a 
large number of the railroads represented in the German 
Railroad Uniow are worked by the State and not by com- 
panies. The power that works the railroad, whatever it 
may be, is the member of the Union, and it sends such 
representatives as it may choose to deliberate, make inves- 
tigations and vote in the Union. 

As to the kind of officers entrusted with this important 

task, a list of the delegates shows such as these: Director, 
Government Councillor, Government Assessor, Privy 
Councillor, Secretary of the Directory, Chief Freight In- 
spector, Solicitor, Chief Inspector, General Agent, Di- 
rector of Operation, Traffic Director, Chief Book- 
keeper, Superintendent of Operation, Chief Mas- 
ter of Machinery, etc. Probably half were directors, 
some named as ‘‘ President of the Directory,” while the 
representations of Stite railroads were named by the 
official titles, chiefly Councillors—of Administration, of 
Construction, of Finance, etc.—with which German States 
seem to abound; and some of the representatives of pri- 
vate railroads are designated only by the title with which 
their Government has honoredthem. Some of the manage- 
ments were represented by one, and some by several 
persons, and this without much regard to the number of 
votes cast by each ; though theré were not nearly so many 
representatives as votes in the convention. Evidently 
many were sent who had previously been appointed to 
Teport on some particular question ; for instance, we see 
that Councillor of Direction Von der Planitz, of the Saxon 
State Railroads, rendered a report of the granting of 
“Union tickets,” which are equivalent to passes over the 
tailroads of the Union ; Ritter von Stummer, of the Em- 
peror Ferdinand Northern Railroad of Austria (and, hy the 
Way, Editor of Stummer’s Ingenieur) reported on the desig- 
nation of car weight and carrying capacity, etc. 

But the Union does not designate individuals as com- 
mittee-men to report, it selects managements, and these 
delegate the duties to their officers. Indeed, it 
8 thus with the officers of the Union. The re- 
Port of proceedings says that when the election for the 
chief executive of the Union was held, the present Execu- 
tive Directory (Berlin & Anhalt) was chosen unanimously ; 
and the “Committee on Freight Traffic ” chosen consisted 
the Berg & Mark, the Eastern Railroad, the Royal 
Hanover State Railroad, the Bavarian State Railroad, the 

en Railroads, the Royal Saxon, and other railroads — 

20 Person being mentioned. The result of this, doubtless, 

My that the reports represent the actual desires of the con- 

powers, while if individuals were appointed their 
recommendations might be unwelcome to the very roads 

Which they serve, 


votes in 





An examination of the proceedings, which we find re- 
ported quite briefly so far as debates are concerned, shows 
some of the work done to have been as follows : 

The recommendation of a committee to reckon car-load 
and package freight uniformly by hundreds of kilograms, 
rounding off numbers to two decimal places, was unani- 
mously adopted. Modifications of the Working Regula- 
tions were adopted, one requiring shippers to mark in 
some enduring way the name of the station to which the 
freight is destined on all package freight, and declaring 
that freight not or imperfectly marked will be refused; if 
shippers wish the marking done by the railroad employes, 
however, it will be done on payment of a sum to be named 
in the tariffs; other modifications of these regulations 
would not be intelligible without quoting largely from the 
old regulations. 

There was a long discussion on a new form of way bill, 
a subject which has caused a great deal of trouble in Ger- 
many, apparently, which resulted in a vote on a method of 
deciding the question afterwards. 

A committee report recommending a revised system of 
Working Regulations for the Union was unanimously 
adopted. 

An amendment of the constitution providing that an 
Executive Directory should be chosen every three years to 
conduct the business of the Union, and that no manage- 
ment may refuse to accept the position, unless it has been 
the last to oceupy it, and defining the duties of this execu- 
tive, was adopted. Alsu amendments defining the dues of 
members were adopted, by which it appears that each road 
must pay about $50 without regard to its length, and in 
addition one mark per kilometre worked, which is at the 
rate of 42 cents gold per mile. 

The Committee on Union Tickets reported that it aimed 
at a method which, while preserving the objects of the 
arrangement for distributing such tickets, would prove an 
effective limitation of the issue. Such a limitation, it was 
thought, would be secured by making the number of tick- 
ets issued to each management dependent chiefly on the 
length of road worked by it. It recommended that two 
tickets be issued to each management without regard to 
length of road, one for each 50 kilometres (31 miles) of 
road up to 200 kilometres, and one for every 100 kilome- 
tres above 200 kilometres. This recommendation was 
amended so as to provide that for members of the direct- 
ory and chief officers of the management only one ticket 
shall be given for roads less than 100 kilometres long, and 
two for longer roads. Regulations as to the use of these 
tickets were also adopted. 

A committee reported in favor of designating capacity 
and weight jof cars in kilograms (about 2} pounds). A 
Hungarian railroad officer objected that this is too small a 
mile, especially in railroad statistics, and proposed tons 
(of a thousand kilograms) instead, but the committee's 
report was adopted. 

A report on the finances of the Union showed the 
receipts from th< date of the Pesth Convention (Sept. 20, 
1874) to that of the convention then in session (August 2, 
1875,) to have been a little less than $33,674 gold, and the 
expenses about $1,100 more than the receipts. 

The next convention is to be held in Munich. 

The standing committees appointed at this convention 
were: On Freight Traffic; On Passenger Traffic; On the 
Union Car Regulations; On Technical Matters and Opera- 
tion; On the Constitution of the Union; On the Journal of 
the Union; On Union Tickets. These standing commit- 
tees are chosen for three years. 

Perhaps no feature of the Bremen Convention recalls our 
American associations more than the excursions which 
were given the delegates. There was an ‘extra train” 
from Bremen to Wilhelmshafen provided by the Grand 
Duchy of Oldenburg Railroad Company, which had 
placed at the disposal of the delegates a numbor of ‘“ ele- 
gant drawing-room cars” (elegante Salonwagen), and be- 
sides one of Mann’s (Mann is an American, who went to 
Europe to conquer an empire like that over which Pull- 
man reigns here drawing-room and sleeping cars was put 
in the train, ‘‘ that the participauts in the journey might 
have evidence of its excellent construction by their own 
experience.” At Wilhelmshafen they were conducted 
over the wharves and dry docks, inspected a great iron- 
clad under construction there, an old man-of-war, the 
boiler shops, the crane which lifts 165,000 lbs., and then 
returned to the station and had lunch, at which there were 
speech of thanks, etc. An ther excursion was made to 
Bremerhaten, where, after inspecting various objects of 
interest, a dinner was given to the delegates by the North 
German Lloyds, accompanied by toasts and speeches, 
which was followed by an evening excursion on one of the 
Lloyd steamers. 

In considering the nature and amount of work done by 
the convention, two things must be borne in mind : first, 
that in describing the proceedings we have included in a 
sentence matters which embraced reports of some length 
in amendment of elaborate regulations previously in force, 
mentioned, perhaps, only by title andsection; and second, 
that this Association is not beginning its work, with all 
the most important problems waiting for it to investigate 
and solve, but that it has been in full working order a 


great many years, has prepared and revised and re-revised 
a whole system of agreements, contracts, regulations, etc., 
and may be considered to have got through with the most 
difficult and fundamental part of its work. So far was this 
the case some years ago, that it was then proposed, and we 
believe for some time agreed, to hold general conventions 
but once in three years instead of every year. Moreover, 
we should perhaps add a third explanation, which is, that 
besides the general convention, which is the Legislature of 
the Union, there is also a technical convention, 
held periodically, in which the officers in charge of ma- 
chinery and engineering structures and of the working of 
the roads meet and discuss those technical matters which 
absorb the attention of our Master Mechanics’ and Master 
Car-Builders’ Associations, and indeed those other ques- 
tions which might be discussed by associations of engi- 
neers, road masters, superintendents of transportation, 
train dispatchers, etc. About a year and a half ago we 
published a list of the questions to be discussed at this 
technical convention, through which a very large part of 
the work of the Union is done. It, for instance, prepared 
the ‘‘Technical Regulations for the Construction and 
Equipment of the Railroads in the German Railroad 
Union,” a translation of which we published two years 
ago. 

As regards the value of the work done by the German 
Railroad Union, there seems to be no doubt in Germany, 
where the rvads not belonging to it are very few indeed, 
It aims, apparently, only at such a degree of uniformity 
either in construction, working, or modes of transacting 
business, as will make the interchange of traffic easy, 
simple and inexpensive. And it is not inconsistent with 
the formation of special connections and regulations be- 
tween some of its members, which indeed are very com- 
mon, three or four or more railroads in one district with 
great interchange of traffic or many common points often 
forming a little organization called a Verband, partly, ap- 
parently, to regulate rates and prevent undue interference 
with each other. Most members of these systems are also 
members of the Union. 








The Central Pacific Report- 





The analysis of thi presented elsewhere will attract 
general attention, In these days of dullness in traffic and 
decrease of earnings the two Pacific roads have reported a con- 
stantly growing income. They have made a class by them- 
selves, and that for two reasons, the first being thac the roads 
are very little troubled by competition, get all the traffic there 
is, and maintain tariffs at profitable rates; and a second, affect- 
ing especially the Central Pacific, that the tinancial disasters 
of 1873 hardly reached the Pacific coast, which has, with in- 
creasing production, enjoyed a really prosperous season while 
on this coast business was languishing. The trafiic of the Cen- 
tral Pacific, for instance, has been for the three years as 
follows : 


1872. 1873, 1874. 
Passenger mileage........... 106,140,414 120,874,301 134,307 087 
Tonnage mileage...... ...... 235,687,423 244,793,085 280,395,018 


Here is a steady growth, showing no signs of “panic ;” and 
as the road has nearly all the railroad _ trafiic 
of California, it may be assumed to represent 
fairly the growth of businessof that flourishing young 
State. Counting a ton-mile and a passenger-mile as equiva- 
lent (and this company’s average receipt for one is about the 
same as that for the other), we have the traftic of 1873 greater 
by 8 per cent. than that of 1872, and that of 1874 greater by 12 
per cent, than that of 1873, the increase in the two years being 
21 per cent. This is the growth of the traflic, not of the eam- 
ings, and it shows very clearly that the prosperity of the com- 
pany has rested on a sound basis. 

Notwithstanding the exceptional position of the company, 
with little or no competition for most of its traffic, it has never- 
theless reduced its average rate—probably was compelled to do 
80 by circumstances, as most other railroads sometimes are 
in addition to the reductions compelled by competition. But 
the position of the Central Pacific is such that it has not been 
compelled to do any large part of its business at unprofitable 
rates, as #0 many Eastern roads have had to do since (and 
before) the fall of 1873, and the reductions in its average rates 
have been comparatively small, For three years these ratcs 


have been: 

1872. 1873, 1874, 
Per ton per mile, Ct@.......seeeeeeeees 3.660 3.675 3.257 
Per passenger per mile, cts............ 3.830 3.650 3.520 


Here we sce a trifling increase frum 1872 to 1873 in the average 
freight rate, but within the two years there has been a reduc- 
tion in both passengers and freight, amounting to 11 per cent. 
on freight and 8 per cent. on passengers. Doubtless it would 
not take many years at this rate of progress to make the 
rates very low, but the reduction is much less than many 
roads on this coast have had to accept, anl, more- 
over, the company can regulate them pretty much at will, so 
far as other carriers are concerned, having, of course, to adjust 
itself to the conditions of trade as other roads do: that is, if 
wheat should be worth but 50 cents in San Francisco, as for 
merly it was worth but that amount in Chicago, the Central 
Pacific would probably be compelled to carry wheat to San 
Francisco Bay at cost, or thereabouts, or else suffer a great 
stagnation in all traflic on its lines through the wheat countic;. 
But so far as competition for loca] and most through traffic is 
concerned, it cannot be made to suffer much. 

The profits of the company, indeed, have not fallen off as 
much as the rates, for the rate of expenses has been decreased 





somewhat, as was to be expected with the small change in 
rates, the increased traffic, and the lower prices of materials 








378 





THE RAILROAD GAZETTE. 


(Szp.nmeee 11, 1875 








and labor. Thus the percentages of expenses to earnings have 
been : 
1872. 1873. 1874. 
Percentage Of ExpenBeS.........0.e.ceeeeseee +4340 40,47 40.25 
The result has been that the expenses per unit of traffic 
have been: 


1872. 1873. 1873. 
Per per mile, cents........----.-1.662 1.483 1.311 
Per ton per mile, cemts........0000 seeeee + 1,538 1,473 1,417 


This shows a decrease in the expense per unit of traffic of 21 
per cent. in passenger and 11 per cent. in freight. This leaves 
as the profit per unit : 


1872. 1873. 1874. 
Per passenger Mil€.........seseeeeeereeeee 2.168 2.167 2.209 
Per ton mile cece ccccecececccescescccssceses 2.072 2.202 1.840 


Thus there has been an increase in the profit per passenger- 
mile of 2 per cent., and the decrease in the profit per ton-mile 
has been 11 per cent. 

The very small percentage of expenses to earnings on this 
road has excited surprise, but the returns show that is chiefly 
due to the good rates maintained. Nevertheless, the cost per 
unit of traftic, considering the very thin traffic of most of the 
mileage worked, and the heavy grades of the Main Line, is cer- 
tainly very low, and indicates an efficient working manage- 
ment. 

The prospect for the current year, if drawn from the reports 
of earnings and expenses down to this time, is certainly bril- 
liant. The growth in earnings has been faster than ever before, 
and the excess of net earnings over last year for the first half 
of the year is one and a half times as great as the increase of 
net earnings from 1873 to 1874. That this rate of increase will 
continue is not probable, for there is a much lighter wheat 
crop to move this year, and perhaps the great failure of the 
Bank of California may have a bad effect on enterprise for a 
time. But this gain alrcady made is sufficient to guarantee a 
prosperous year for the railroad company, which will be able to 
stand greater misfortunes than any now threatening it, without 
suffering. 








Passenger Car Construction. 


The following is an extract from a letter just received from a 
correspondent: ‘I read an article in the Gazette of September 
4 on Passenger Car Construction, that in some respects is first 
rate, but think the writer must have forgotten that in this day 
of improved machinery we can work a circle or curve for 
windows, seats etc. cheaper than we can make right angles, 
and in some cases for half the money. I do not say this is so 
in all cases, but I do not believe that there is an increase $400, 
or $500, in cost between square and round-topped windows. I 
think you would find it difficult to get back now to the old, low, 
square-top windows.” 

The force of the last remark of our correspondent is in the 
word “low.” We do not see why square-topped windows 
might not be made without being “low,” and with a style of 
ornament appropriate to that form. What we contend for is, 
that an arched window is not an appropriate form for a 
structure made of wood, because it is not so strong as a 
square one, costs more and will not stand time and exposure as 
well. No argument is needed to show that a piece of wood 
with the grain running crosswise is not as strong as one in 
which it runs lengthwise. If the window tops are curved, the 
grain must run crosswise in some places. 

We would be glad to receive from some of our correspondents 
information regarding the relative cost of round and square 
windows. 








Record of New Railroad Construction. 

This number of the Railroad Gazette has information of 
the laying of track on new railroads as follows: 

Utica & Black River.—The Morristown Pxtension has been 
extended from Redwood, N. Y., northward 20 miles to Brier 
Hill. 

Perkiomen.—Extended from Pennsburg, Pa., northward 13 
miles to Emaus, completing the road. 

Ohio & Mississippi.—On the Springfield Division a line has 
been completed to Peoria, Ill., eastward to Tower Hill, 7 mile s, 
to be used instead of a leased track. 

Atchison, Topeka & Santa Fe.—Extended westward 24% miles 
to West Las Animas, Col. 

This is a total of 6444 miles of new railroad, making 678 miles 
completed in the United States in 1875, against 984 miles re- 
ported for the same period in 1874, 2,408 in 1873, and 4,264 in 
1872. 
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A General Classification of Railway Realties Rights, and 
Plant, designed to facilitate the work of taking an accurate in- 


ventory of such property: by George T. Balch, C. E., late 


Brevet Lieutenant-Colonel Ordnance Department, U. 8. A. 


Who knows what any railroad company owns? In most cases 
we are doubtless safe in saying, Noone. Hardly is a railroad 
opened for traffic when it begins to accumulate property of al- 
most all imaginable kinds, intended to facilitate in some way 


its work as a carrier; and, unless a record is kept of all such 
acquisitions, and, what is more, of the changes in their condition 
by depreciation and repairs, down to its final destruction, who 
can say what the corporation owns, where it is, or how much it 
is worth? Itis reasonable to suppose that each company will 
know what lands it has: the tax-gatherer usually keeps one in 
mind of that ; and what tracks and sidings, and what rolling 
stock it owns. But itis not so certain that at the headquar- 
ters of any company any person knows or can ascertain how 
many wheel-barrows, steam engines, horses, desks, stoves, 
maps, scales or crowbars it has. Yet there is some employe of 
the company in charge of every piece of property, from a great 
machine shop (or an opera house) to a quire of paper, who is 
said to be “responsible” for it: but how shall we hold a man 
responsible for property of which we have no knowledge? 

Of late years & great many railroad properties have been 


placed by the courts in the hands of receivers, who are re- 
quired to return to the courts appointing them an inventory of 
the property thus put into their charge, and for which they 
become responsible and give bonds. Now to present an invent- 
ory worthy of the name is a task that, as records are usually 
kept—or not kept—cannot be performed without a systematic 
classification of the property that will call to mind to every 
employe who is called upon to report what he is responsible 
for, every species of property in his charge: for some things 
will be sure to escape the attention of the most exact man 
without such a reminder, if he has a considerable variety of 
property to account for. 

The work under consideration was prepared by Col. Balch for 
the purpose of making an inventory of the property of the Erie 
Railway Company, which is probably one of the most complex in 
the world, it having offices with company effects in London and 
San Francisco and scores of other places off the company’s 
lines, and a wonderful variety of accessories, acquired 
during its long and checkered career,—wharves, ferries, 
water craft, gas works, an opera house, costumes, 
etc. The variety of its property, the remote pe- 
riod at which much of it was acquired, and the vicissitudes 
through which the company has passed combine to make it 
more than usually difficult to inventory this company’s prop- 
erty, and so make a system of classification especially neces- 
sary ; though some classification is necessary for an effective 
inventory on any railroad; for, as we have said, officers who 
have not been accustomed to make regular returns of the 
property in their charge cannot be expected to call it all to 
mind at a moment’s notice. We have heard that when one 
company ordered a return of property for the purpose of an 
inventory, no one made any return of accounts receivable, or 
of patent right royalties (for which the company had paid 
scores Of thousands of dollars), or of heating apparatus of any 
kind ; and even after the general ofticers had considered the 
matter long and carefully, it had not occurred to anyone to 
take account of cash in transit, though a great railroad com- 
pany might well have a hundred thousand dollars every day on 
the way from agents to the Treasurer—money not in the hands 
of any employe of the company at the moment the inventory 
is taken. 

The author in his preface says : 

“The completeness of an inventory depends upon two essen- 
tial pres First, every article, or piece of property, great or 
small, must be entered on the record. Second, a correct de- 
scription of each individual article must be given, as also its 
present location and actual present condition yor use. This in- 
formation is indispensable to a proper estimate of its value. 


‘** What is wanted, then, is a plan of procedure, based upon 
sound business pupeteion, which will enable us to obtain the 
results indicated with the least expenditure of money, time and 
temper. The first step towards such a plan is a general classi- 
fication of the property, which, while conforming in its out- 
lines to the administrative organization of the railway in ques- 
tion, will enable us to group the same kinds of property to- 

ether, whether situated at the same station, on the same 
ivision, or in the same State; and clearly define the responsi- 
bility uf the officers to whose care it is ordinarily entrusted. 
* * * * * * 


“Regarding the labor of enumerating the property, the plan 
proposed is as follows: The blank forms having been prepared 
as already described, each having printed upon it a special 
instructions as are pertinent to the particular work to which 
the blank relates, they are to be sent to the proper officers, 
accompanied by such general instructions as will insure 

wromptness of action and uniformity of results on the whole 
ine of the road. 

“These blanks and the instructions should be sent out 
at least twenty days prior to the date fixed for taking the 
inventory, and a specified hour should be named, on that 
date, at which the enumeration officially takes effect. The 
work of inventorying the real estate, heavy machinery, water 
crait, and all property the location of which from its nature 
is determinate, can be immediately entered upon, so that 
the bulk of the labor will be accomplished when the day 
arrives. Everything being ready, at the appointed hour 
the entire current business of the road will cease, and every of- 
ficer and employe, from the President to the brakeman, whose 
sphere of duty has previously been strictly defined by his su- 
perior, proceeds to do what little work there remains to be 
executed within his prescribed sphere. Trains in motion stop 
a specified number of minutes, to enable the number and con- 
ditions of the cars and the quantity of fuel, oil and other cur- 
rent supplies to be ascertained, while the workman at his 
bench and the track hands on the road take account of sup- 
plies in their possession for the current daily work of repair or 
construction. If proper forethought is exercised and the work 
systematically subdivided, in two hours after the appointed 
time the original notes and records of the enumeration, duly 
checked by supervising officers, can be completed. The work 
of compiling the records for the central office, which should 
have been in progress from the commencement of the enu- 
meration, can be completed at once, and within a week the re- 


executive officer.” 

Dividing the property primarily into real estate and personal 
property, the real estate is given under the three heads of 
Main Line of railway and branches, as chartered; leased lines 
and branches; and all other property; then under each of 
these, property owned and property leased. Property owned 
is further subdivided into two sections ; Section I. into eight 
divisions ; the divisions into subdivisions, one having eleven 


subdivided. 


guide to the value of the structures. 





turns for the whole road should be in the hands of the chief 


In an appendix is given a detailed list of the different kinds 
of detached buildings on the Erie Railway, taken from an in- 
ventory made last spring, which answers to’Division VIII. of | H. Nesbitt. Mr. Dickinson nas his office at No. 72 Brosdwey; 
Section I., Class I., Part first, of the classification. It names New York; the other officers are at Opelika. Ala. 
nearly two hundred kinds of structures. This is making minute 
distinctions, it is true; but this is just what is wanted in an 
inventory of property intended to serve as a description and a poluted General Passenger and Freight Agent, succeeding 


A fundamental requirement of the plan of taking the inven- 
tory is that all property should be described, as to quantity, | lows: Wm. T. Hart, President; George B. Phipper Treasurer; 
character, location and condition, by the person who uses it or | 8. C. Hatheway, ean George W. a 
has it in charge, who may be assumed to have the best knowl-| L. Perkins, Treasurer - : TS Worcester Division: 1 
edge of it; but that it should not be valued by these persons, Clare. , ae Norwic orcer tral Ticket Agenti 


market value of property, which is not often the case with those 
who use it. 

An appendix giving a form for an inventory of trackmen’s 
tools illustrates this. Here the left-hand margin has the names 
of the different kinds of tools printed, with space for number 
and in some cases of weight. This is followed by seven columns 
for ‘‘ condition for use,” five of which, under the general head 
of “ serviceable,” are : ‘‘ New or as good as new,” “‘ One quarter 
worn,” ‘One half worn,” “Three quarters worn,” and “Total 
serviceable ;” the other two, under “unserviceable,” are “‘re- 
parable” and “‘irreparable.” Now the employe responsible for 
the property at the time is to fill this blank. He returns 
so many crowbars of such and such _ weights, 
and the number of each as good as new, one- 
quarter, one-half and three-quarters worn, but still service- 
able, the number unserviceable which can be repaired, and 
the number beyond repair. But under the head of “ value,” 
at the right of these columns for condition for use are two other 
columns which the man in charge of the property does not fill. 
One of them is “‘cost new,” and the other “estimated present 
value.” These, the Purchasing Agent, or other expert in cur- 
rent prices can readily fill, from the description givenin the 
adjoining columns. Those columns give him the information 
on which he, better than any one else—certainly much better 
than the man who uses, but never buys or sells the tools—can 
form a judgment of the values. 

This classification, it seems to us, must be a great aid in 
taking an inventory of the property of any railroad company 
for any purpose; but if inventories were only taken for re- 
ceivers there is now a large class to be benefited by Colonel 
Balch’s labors. And the authorship of this work inclines us to 
say that thisisa striking example of the lessons in the art of 
administration that railroads may receive from armies. Every 
army officer is compelled to account for periodically all the 
property in his possession, and every army organization aims 
to keep track of all the property it has or ever had. This is 
simply indispensable in so great an organization; but our rail- 
road companies have usually developed from small be- 
ginnings, when perhaps a few officials could keep the 


whole property pretty well under their eyes and 
dispense with the complex administration of armies 
and governments; and when the corporations have 


grown they have too olten preserved a horror of “red tape” 
and a faith in a “‘simple” administration which,results in un- 
certainty, irresponsibility and enormous waste. In the plan- 
ning of systems of organization and methods of administration 
suitable to the present development of railroad corporations, 
not only may we study army administration to advantage, but 
may expect efficient help from men who have been army offi- 
cers ; though of course such help must come from those who 
know what the forms and the methods by which they have 
been compelled to work are for, not from those who are simply 
expert in using them. There is an art of administration, ad- 
mirably developed in many armies and navies and in some civil 
service systems ; but it requires a mind which appreciates the 
basis of this art, the science of administration, to form the 
rules for such an art adapted for any new business. Doubtless 
much has been done since railroads were introduced; but 
doubtless, too, much remains to be done, and any step taken 
in advance, and especially any recorded step, deserves a hearty 
welcome. 


a @eneral QMailroad Mews. 





~ ELECTIONS AND APPOINTMENTS. 





Hannibal & St. Joseph.—Mr. W. J. Hilton has been appointed 
Acting Purchasing and ry BF Agent of this company. All 
requisitions for supplies of al inds must be made upon and 
addressed to him. 

Connecticut Railroad Commission.—At a meeting held in 
Hartford, September 1, the Board of Railroad Commissioners 
organized for the ensuing year by the election of Mr. George 
W. Arnold, of Haddam, as Chairman. Mr. M. A. Osborne, of 
New Haven, entered upon his duties as the successor of Andrew 
Northrop, of Brookfield. 

Atchison, Topeka & Santa Fe.—Mr. R. E. Farrington has 
been appointed Superintendent of Telegraph, in place of James 
W. Stacey, resigned. 

St. Louis, Keosauqua & St. Paw.—Mr. E. P. Howard, of Keo- 
sauqua, Ia., has been appointed Receiver by the Iowa Circuit 
Court. 

Western Union Telegraph.—Mr. Abijah R. Brewer has been 
chosen Secretary of the company. Mr. John C. Hinchman has 
been appointed General Superintendent of the Eastern Division 
in place of George H. Mumford, deceased. 

West Wisconsin.—Mr. C.D. W. Young has been appointed 
Auditor in place of Wm. James, resigned. 

Pennsyloania.—Mr. H. H. Carter has been ., oan Super- 
intendent of the Frederick Division, in place of EK, L. Du Barry, 
resigned. 

Intercolonial.—The officers of this road are now as follows: C. 
J. Brydges, General Superintendent Government Railway; R. 
Luttrell, Assistant Superintendent; A. McNab, Engineer; i. 
A. Whitney, Mechanical Superintendent; Thomas Foot, Ac- 
countant; J. J. Wallace, Auditor and General Passenger Agent; 
D. Pottinger, General Storekeeper. General offices, Moncton, 


such subdivisions, and some of the subdivisions are further | N. B 


Savannah & Memphis.—At the recent annual meeting the- 
following officers were chosen: President, P. P. Dickinson; 
Vice-President, W. L. Salisbury; Chief Engineer and Genera 


Superintendent, Wm. 8. Greene; Secretary and Treasurer, R. 


Port Royal.—Mr. Charles R. Abbott, Augusta, Ga., is 
Auditor, and reports of ticket sales should be sent to him. 


Atlantic & North Carolina.—Mr. P. H. Adams has — 


uydam, Jr., General Ticket Agent, and J come Nelson, General 

Freight Agent. His office is in Goldsboro, pO. os 
New York & New England.—The fall list of officers is a8 "© 

Little, Cashier; 

wich & Worcester Division; E. ; 


General Manager; A. C. Kendall, Gen 





but by experts, such as the Purchasing Agent, who knows the! G. H. Williams, General Freight Agent; H. M. Britton, Super 
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intendent Eastern Division; P. 8. M. Andrews, Superintendent 
Norwich & Worcester Division; E. H. Tucker, Superintendent 
Woonsocket Division; W. W. McKim, Purchasing Agent. 

West Jersey.—Mr. Wm. Taylor has been appointed Secretary 
and Treasurer in pe of George J. Robbine’ ¢ deceased. His 
office will be in Philadelphia. 








PERSONAL. 


—Mr. Samuel C. Hough, for several years General Passenger 
Agent of the Pittsburgh, Washington & Baltimore Railroad, 
bas tendered his resignation. 


—Mr. C. O. Whitney, Assistant Superintendent of the Ala- 
bama & Chattanooga Railroad, died at Rhea’s Springs, Ala., 
August 27. 

—The Democratic State Committee has nominated Mr. W. I. 
Broinwelt asa candidate for the office of Railroad Commis- 
sioner of Minnesota, in place of Mr. J. W. Sencerbox, who was 
declared ineligible and withdrawn. 


—Dr. W. J. Hawkins, who has been President of the Raleigh 
& Gaston Railroad Company since 1857, with the exception of. 
two years, and President of the Raleigh & —- Air Line 
Company since its formation, has resigned both positions, to 
take effect October 1. 

—Gen. Gershom Mott, formerly for several years paymaster 
of the Camden & Amboy Railroad, has been appointed State 
Treasurer of New Jersey ad interim. 


—Mr. T. J. Gorman has resigned his position as Master Me- 
chanic of the Missouri, Kansas & Texas Railway, and is, for 
the present, residing at his former home in Springfield, Ill. 





RAILROAD LAW. 


Powers of the Maine Railroad Commissioners. 

In the case of the Railroad Commissioners against the Port- 
Jand & Oxford Central Company, the Maine Supreme Court 
held that railroads are public areas and are to be conduct- 
ed in the furtherance of the public object of their creation. 
The courts and not the directors of a company are to deter- 
mine finally the manner in which a company shall discharge 
the public duties imposed upon it by law. A writ of mandamus 
lies to compel the performance of such duties. The law em- 
powering the State Railroad Commissioners to designate places 
where depots shall be erected and maintaied for the accom- 
modation of the public is constitutional and not inconsistent 
with the charter of the company. 


A Lessor Oompany not Liable for the Management of 
the Leased Road. 

In the case of Mahoney against the Atlantic and St. Law- 
rence Company, to recover damages for ejectment from a train, 
the Maine Supreme Court held that the company was not liable 
for damages, the road being leased to and worked by the Grand 
Trunk Company, and there being no provision in the charter of 
the lessor to make it liable. 

It has, however, been held in another suit, for damage done 
by fire from engines on the road, that the lessor is liable, there 
being a special provision in the statute authorizing the lease 
that no liability imposed by any general law should be removed 
trom the lessor company and imposed on the lessee. 


Liability for Representations of a Ticket Agent. 

In the case of Burnham against the Grand Trunk Company, 
a passenger bought a ticket to a station on the Grand Trunk 
road on the representation of the ticket agent that it required 
but one ticket for him to reach his destination, and that he 
could stop over night at a station on the way on informing the 
conductor of his intention. He did so, but on the second day 
his ticket was refused by the conductor on the ground that it 
was endorsed “good for this day only,” and the plaintiff, refus- 
ing to pay extra fare, was ejected from the train. The Maine 
Supreme Court held that in an action against the company the 
statements of the ticket agent were admissible as evidence, 
and that the conductor, bens informed of those representa- 
tions, had no right to expel the plaintiff from the train without 
first offerin to returng the excess of fare paid, or to deduct it 
from the amount of fare demanded fur the second day’s ride, 
though the rules of the company prohibited passengers from 
stopping over on such tickets. 


Oarrier’s Lien—Oar Missent. 

In the case of Jones against the Boston & Albany Company, 
the plaintift contracted with the Red Line Transit Company, an 
axsociation composed of several companies, to carry a quantity 
ofcorn from Delavan, O., to East Boston. The corn was in- 
tended for Springvale, Maine, but by mistake of the shipper, or 
of a clerk at Toledo, was billed to Springvale, N.H. At Toledo 
the name springfield was also substituted for Springvale. On 
arrival at Kast Boston one car was detached and sent to An- 
dover, N. H., but was sent back to East Boston, when it was 
claimed by the plaintiff, with tender of charges from Delavan 
to East Boston. The Court held that plaintiff was entitled to 
recover the value in trover against the defendant company. 


An Employe’s Liability for Misconduct. 

In the case of the Grand Trunk Railway against Nathan, 
Administrator, the Maine Supreme Court held that an em- 
ploye is liable to an action at the suit of his master, when a 
third person has brought an action and recovered damages 
against the master for injuries sustained in consequence of 
the employe’s negligence or misconduct. The employe is liable 
for costs and counsel fees in such third gy bo suit, incurred 
in the defense, he having been notified of its pending and hav- 
ing requested the master to defend. 














THE SCRAP HEAP. 


Railroad Manufactures. 

James Harris & Co., of St. John, N. B., have just ‘completed 
a contract to supply 200 coal cars and 1,172 car trucks for the 
Intercolonial Railway. 

It is reported that Waterman & Beaver are about to sell the 
Pennsylvania Iron Works at Danville, Pa., to the Pennsylvania 
Railroad Company. ‘ 

The Topeka (Kan.) rolling mills are now leased by the Kan- 
tas Rolling Mill Company, which owns the new mills at Rose- 
dale, near Kansas City. ; oh iES. 

The Pullman Company’s Works in Detroit shipped last week 
17 car-loads of material for Pullman nares Se to England. 
The cars will be put together on their arriv: 

The Jackson & Woodin Manufacturing Company at Berwick, 
Pa., is furnishing the iron work for the new bridge over the 
Susquehanna at Catawissa. 

Several experimental runs have been made at the eeu Bieae 
Thomson Steel Works, and — work was to begin last 
Saturday, the preliminary trials having been very satisfactory. 

The Fulton Foundry at Cleveland, O., is on car 
Wheels, and is also manufacturing a number of 8. M. Carpenter's 
patent turn-tables for horse railroads. 

he Indianapolis Rolling Mill is now at work on an order for 
the Terre Haute & Indianapolis road. The mills have orders 
wate on hand to keep them busy the rest of the year, even 
should no new ones be received. ; 

The Womelsdorf (Pa.) Nut Works will start up shortly. 

. Joseph Bailey & Co. are about to build a new rolling 
mill on the Manatawny Creek at Glasgow, near Pottstown, Pa. 
Itiesaid that the Cambria Iron Company at Johnstown, Pa., 





has > a further reduction of 8 per cent. in the wages of its 
employes. 
he Detroit Bridge emg A has just completed two new 
spans in the Toledo, Peoria & Warsaw bridge over the Llinois 
river. 
The Pennsylvania Steel Works at Baldwin, Pa., are running 
= a large order for steel rails for the Central Railroad of New 
ersey. 


A Oanada Bridge Letting. 

The Chatham Tri-Weekly Planet of Aug. 27 says: ‘‘ The 
members of the committee appointed by the Common Council 
with reference to the erection of an iron bridge across the 
River Thames at Kent Bridge, finally concluded at a meeting 
held in this townon Thursday last to accept the tender of 
Messrs. Clarke, Reeves & Co., of Philadelphia, for $9,800. At 
first it was thought that it would be advisable to take the ten- 
der of Canton Company No. 1, Ohio, which was somewhat lower 
than Clarke & Co.’s ; but upon carefully examining all the plans 
it was deemed that the one now selected was decidedly the best, 
and on the whole very much the cheapest, being higher by 
three feet than the Canton Company’s, and besides is a tubular 
structure and consequently much stronger. The Canton Com- 
pany’s bridge was discovered to be only about 67 Ibs. to the 
square foot instead of 100 lbs., as advertised for, while Clarke, 
Reeves & Co.’s bridge came up to the standard required. Of 
course it is expected that the new contractors will fully comply 
with all the provisions of the original specifications.” 


American Scales in Europe. 


Fairbanks & Co., the great scale manufacturers of St. Johns- 
bury, Vt., have recently received an order for four of their 
patent iron-frame track scales from a leading railroad on the 
Continent of Europe, and a leading English railroad is now put- 
ting in Fairbanks track scales, which, in view of the competi- 
tion of European scale-makers on their own ground, is quite a 
triumph. During the first half of 1875 the Fairbanks manu- 
factured at St. Johnsbury no less than 26,053 scales. 

Working Under Difficulties. 

A correspondent writes to us as follows: “Times have been 
extremely dull with me, and the Mason Works having done 
but little since January, 1874, I was obliged to fall back from 
the position of taking out new engines to what I could get 
but I have not been idle. In the winter and spring of 1874, I 
designed and built a hoisting engine. I lost money onit. On 
the 25th of March, 1875, I signed a very strict contract to re- 
build a locomotive to be completed before August 1, 1875, or 
make a forfeiture of the labor and material. This place 
(Southbridge, Mass.) is 75 miles from Boston on the New York 
& New England road. Boston is the nearest place where there 
are any facilities for doing such work, but I erected a shanty 
here, over a side track, and in two weeks of extreme cold wea- 
ther I had a locomotive shop in full operation, doing my light 
work in a cotton mill, one-quarter of a mile away, and getting 
my heavy work from Taunton, Boston, etc. The country 
blacksmith shop was one-half mile distant. I specified to fur- 
nish a new tender-tank and frame, new set of driving-wheels, 
crank and straight shafts, new set of connecting-rods through- 
out, new set of guide-rods and slide gibs, new smoke- 
stack, sand-box and head-light, new packing in the 
cylinders, new truck-boxes, cow-catcher, new springs, hew pump 
valves and all lost motion taken up everywhere, new linings 
in the driving-boxes—in short, the whole to be new except the 
boiler, frame and cylinders. My help consisted of two boys, as 
I could work no first-class help on account of having no tools. 
I worked day and night for four montns, did all my own design- 
ing of work and made my own calculations. There were many 
alterations to be made ; the new work was all made from draw- 
ings made by me and sent to Taunton and Boston. On the 
25th of July I came out on the road with a new engine of my 
own manufacture. I drew a large crowd to witness the first 
start. Everything works well and is in a first-class condition. 
The first train I took was 15 cars of coal up a ten-mile grade, 
54 feet to the mile, 11 miles in 35 minutes, and made two stops. 
The owner has accepted her, well-satisfied. The work has 
been inspected by Mr. H. M. Britton, of the Master Mechanics’ 
Association, now Superintendent of this road, the General 
Manager and Master Mechanic. fhe is 15 & 20 cylinder, 
27 tons, with 44% feet driving-wheels, 42-inch boiler, 113 flues, 
painted blue, with red wheels, and is as stylish as any inside- 
connected engine in the State. Between the driving-wheels I 
have got a gilt frame with my name : 

Re-built by 
G. A. Hacerrty, SouTHBRIDGE, Mass. 
1875. 

“T am in hopes of securing a good position by this job. I 
have not made any money by the operation, but have made a 
good engine, which gives me more satisfaction. She is for 
sale, oats owned by a railroad contractor. I feel proud of it 
as itis my first repair job, and think I have accomplished 
something that but few have done of my age, as I am not 
23, and under every disadvantage.” 


Amurican Street Oars for Russia. 

The shops of John Stephenson & Co., in New York, have re- 
cently completed and shipped several cars for the St. Peters- 
burg Tramway Company, of St. a Russia. That 
company has also ordered several cars from English and Bel- 

ian makers, which are to be used in competition with the 

merican cars, and the final contract for a large number of 
cars will be given to the maker whose work proves most satis- 
factory. The cars are somewhat different from those in use i» 
this country, being arranged for 22 seats inside, and the same 
number on the top. The length of the cars 1s 26 feet. As no 

assengers will be allowed to stand, the cars, when loaded, can 
be drawn by two horses. The roofs are curved, and the seats 
on the top are reached by stairways at each end of the car. 
The empty cars weigh about 4,650 pounds, and cost, at sched- 
ule prices, $1,125 each. 


Performance of a Locomotive. 

Mr. Geo. A. Cassidy writes to the Locomotive Engineers’ 
Monthly Journal from Pittsburgh, as follows: “I wish you 
would note the mileage of one of our freight e es that has 
been doubling the road for the past 17 months. Engine 491 was 
built by the company in the Altoona shops, is 18 by 24 cylinder 
and 414 foot wheel, weight 38 tons. She has been oubling the 
road for 17 months, and her mileage for that time amounts to 
73,567 miles. She has lost but one round trip. Two hours 
from the time that she comes in she goes out again. The re- 
pairs made during the 17 months are one new cross-head, one 
new valve, one valve faced, brasses filed and packing examined 

n > 
wittor 46 miles of our division we can draw 18 cars, the 
other 35 miles we draw 36 cars, but that is overloading the 
engines. Sometimes we are —- to lay on the — 
assenger trains, and then cannot get off the siding without 
4 so you may know our trains are very heavy. 


Training Men to Run Locomotives. 
sé De Senno” writes to the Locomotive Engineers’ Monthly 


‘ou $ j 
“To keep men firing three or four years I consider wrong ; 
from the fart that in that time the business becomes distaste 
to them, and they lose what little ambition they had in the be- 
ginning. A fireman should go on the road one year, or long 
enough until he learns how to fire. From the road into the 
‘erecting’ shop for one year, and there be thoroughly instruct- 
ed in the use of tools, how to take down and put up machinery, 
and the mysteries of valves. If, at the end of his second year 


he shows considerable proficiency in shop work, let him return 

to. the road, as a graduating fireman, r pa hel. in run- 
ning and managing a locomotive engine ; at the same time he 
should be - on with a man who is master of his business, and 
who will thoroughly instruct him in the thousand and one 
little things that can only be learned on the road. At the end 
of the third year, if he shows the necessary skill, let his master 
mechanic give him a thorough examination in valves, the con- 
struction and running of a locomotive, and how he would act in 
cases of doubt and uncertainty on the road; if the candidate 
don’t come up to the company’s requirements, let him be drop- 
me from the rolls, or return to the road as an ordinary fireman. 

f he passes a successful examination, return him to the road 
for promotion. Firemen, while in the shop, should be in a 
gang by themselves, under the instruction of a competent loco- 
motive engineer and machinist. I believe the above to be the 


only method whereby the coming engineer will be master of the 
situation.” 


Sentence of a Train Wrecker. 

John Powell, of Trumbull, was convicted in the Connecticut 
Superior Court at Bridgeport, last week, of several attempts to 
wreck trains on the Housatonic Rai An appeal was made 
to the court for leniency, on the ground of goed character, and 
that the prisoner was drunk at the time the attempts were 
made, e judge, after addressing a few words to the prisoner 
on the enormity of the offense and the terrible consequences that 


might have followed, sentenced him to 20 years’ imprisonment 
in the State prison. 








OLD AND NEW ROADS. 


New Jersey & New York. 

In the suit brought before the Chancellor of New Jersey, an 
order has been made directing Receiver Jewett of the Erie 
Railway to restore at once the connection between the two 
roads at Hackensack Junction and to allow the trains to run to 
Jersey City over the Erie tracks as heretofore, The New Jer- 
sey & New York Company is required to pay promptly all the 
rental charges that may become due while the order is in force. 
The connecting tracks were accordingly replaced and trains 
began to run through to Jersey City September 1, 


Gulf, Oolorado & Santa Fe. . 


The grading is now completed for 32 miles westward from 
Galveston, Tex., and the working force has been transferred to 


the remaining section of ten miles, which will carry the road to 
Arcola. 


Hempstead & Montgome 


The contract for this road has been concluded and specifies 
that the road shall be built after “the Crews Prismoidal Pat- 
ent,”’and shall be equipped with two ten-ton engines, one first 
and one second-class passenger car, one baggage and one ex- 
ag car, 20 flat, 10 box and one stock car. The engines are to 

aw 225 tons each, and the cars are to carry eight tons. The 
contract price is $4,000 per mile. 


Richmond, Rocky Mount & Pound Gap. 

At a recent meeting in Richmond, Va., it was agreed to ask 
for a city subscription of $500,000 from Richmond for this 
road, which is to run from the Richmond & Danville at Keys- 
ville, Va., west to a connection with the Kentucky system of 
roads at Pound Gap. 


Wilmington & Western. 


This company is trying to secure sufficient subscriptions to 
enable it to begin work on an extension of eight miles, from 
Landenberg, Pa., to Leonard’s Mills. It is believed that this 
extension will bring much additional business to the road. 


Erie & Meadville. 

It is ate fs to build a new line from Erie, Pa., to Cam- 
bridge and Meadville to connect with the Atlantic & Great 
Western, The intention is to extend the line hereafter from 
Meadville south to the coal and oil fields of Butler and Clarion 
counties, From Erie to Cambridge the line was located for the 
Pennsylvania Petroleum road some three years ago. 


Northern Central. 


The freight shed at Watkins, N. Y., caught fire early on the 
morning of August 28, and was entirely destroyed, with the en- 
gine-house, one engine and three passenger cars, one of them 
a Pullman sleeping car. There was no insurance and the loxs 
is estimated at $40,000. 

About half the piles for the new wharf at Canton (Baltimore) 
are driven, and the work of dredging out the slips and grading 
the yard is activel progressing. A contract has been let for 
the masonry foundation of the new elevator. 


Toledo, Peoria & Warsaw. 

Two new wooden spans, each of 150 feet, have been complet- 
ed for the bridge over the Illinois River at Peoria and the 
trestle approac to the bridge is being rebuilt. The Detroit 
Bridge Company is contractor and Mr, J. L. Patten sub-con- 
tractor. 


Providence, Ponegansett & Springfield. 

The Chief Enginecr, Mr. Everett, has been ordered to com- 
plete the location of the road at ounce, Steps are to be tuken 
at once to consolidate the Rhode Island and Connecticut 
organizations and to secure subscriptions to the road as a 
through line from Providence, R, L., to Springfield, Mass. 


Western Maryland. 

The plans for the new depot in Baltimore include a main 
building 80 ya feet, having on the first floor a waiting room), 
ticket office, ladies’ room, baggage-room, restaurant and other 
necessary Offices, and on the second floor the general oftices 
of the company. In the rear of this will be a shed 220 by 80 
feet with two Fagen and three tracks for passenger trains 
and one platform and two tracks for freight. Beyond this 
again will be an engine house 90 wy 72 feet. The contract for 
the depot has been let to 8, H. & J. Adams for $25,000, and 
work will be begun as soon as the ground is cleared. 


Vermont Oentral. 

The sale of this road under the second mortgage has been 
again postponed, this time to October 26. 

The Chancellor has denied the application of the bondhold- 
ers to be allowed to employ an expert to examine the books 
and accounts of the trustees. 

Testimony still continues to be taken on the accounts ren- 
dered by the trustees of their aan of the trust up to 
its transfer to the Central Vermont pany. Mr. B. P. Che- 
ney, of Boston, one of the trustees, testifies that he had no 
share in the active panegenes of the trust, his share of the 
work being confined to the marketing of the loans and attend- 
ing to other financial matters in He was — 
manager of the express ae which did business over the 
roads included in the trust. Counsel for the bondholdeis 
asked for a statement of the profits of that business, but tie 
Masters who are hearing the case refused to require it, Io 
was at first opposes to the Rutland and Ogdens leases, and 
only consented to them on the urgent solicitations of his col- 


leagues. 

ce members of the Advisory Committee of bond-hol ers, 
which examined the trustees’ accounts from time to time, were 
examined, They testified that they had not looked into the 
accounts of the leased roads, and that they had not examineu 





any vouchers, except in one or two cases. They had not ap- 
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Aississippi road, which was Marathon west to the Missis- 


of the North Pennsylvania road for its whole length. It has 


branch 38 miles long, from Mt. Stewart Junction es 


proved the assistance given to the Missisquoi road, or the | sippi, about 130 miles, but that it did not do so, much to the | been in operation from Perkiomen Junction north to Penns- == 
manner in which the Montres] & Vermont Junction road was | detriment of the stockholders of that company; that no effort burg, 234% miles, for some time. It is leased and worked by 
managed ; in one case they had protested against the high was mad: to build that line, or to issue bonds upon it for the | the Philadelphia & Reading Company. 80 
prices paid for car wheels and castings. They had also disap- | purpose of building it. The Court is asked to order the execu- Oh & ag tle 
proved of the secret service fund and of the extensive issue of | tion of a supplemental mortgage covering that proposed line ester Lenoir. . fo 
free passes. It appeared from their statements that the exam- | and that bonds be issued and the proceeds used asa trust fun The work of grading this road from Dallas, N. C., northward Ge 
ination of the accounts had been only partial. for the completion of that section of the road. The suit is | t Lincolnton has been let to Messrs. C. & W. H. Motz, who | e- Pe 
Mr. Millis, Superintendent ef Traffic, testified that the | brought in the Circuit Court for Milwaukee County. gan work last week. The distance is about 15 miles. The r 
through freight business had arisen almost entirely since the Aucti ‘ a ' grading is already completed from the present terminus of the 
formation a the National Line, and sccemhembanes thenecl, A wetion Bales of Reliend Geavties, tia road at Yorkville, 8. C., north to Dallas. fe 
’ The Vermont Supreme Court has granted the request of the n New York, Sept. 1, Erie Niagara first-mortgage bonds i 
relator in the quo warranto of Page vs. J. Gre ory Smith and | sold at 10; Canada Southern Bridge Company first-mortgage, St. Louis, Keosauqua & 8t. Paul. : we Pa 
other directors of the Central Vermont Railroad Company, and | 25; Chicago & Canada Southern first-mortgage, 10. o On —— of some of the creditors the Iowa District 7 
gives permission for the filing of an indictment in the Supreme | The P d Fast Mail Trai ourt has appointed Mr. E. P. Howard, of Keosauqua, Ia., Rc- 
Court, without designating the place where it shall be filed 6 Lroposed ast Mal raln. ceiver of this road. Another application for a receiver is peuc- = 
fe . The fast mail train from New York to Chicago by the New | ing before the District Court at Keokuk. The company has vo 
Atlantic & Pacific Telegraph. York Central and Lake Shore roads is to begin running in a few | about four miles of narrow-gauge road_ completed, from Keo- Va 
It is now said that the negotiations tor a lease to the Western ey ebay op + the pon, ee ~— be os — A | sauqua to the Keokuk & Des Moines at Summit. "7 
Union Company have fallen through, the board of directors of | fast train is also to be run over the Pennsylvania Railroad from i 
the Atlantic & Pacific having rejected the agreement made by | New York to Pittsburgh. It will leave New York about 4 a. m., New York Oentral & Hudson River. asi ~ 
ng & y toini 
the committee of conference. and make the run of 444 miles to Pittsburgh in 11 hours, about This company is now erecting extensive buildings adjoining We 
: h 
Dividends 40 miles an hour. The fastest express now run takes 13%, | the new stock yards at Sixty-first street, New York, for the re- 7 
ivideDds, ; hours. At Pittsburgh the mails will be transferred to an ex- | C¢Ption of small stock—hogs, sheep, calves, etc. The build- hay 
The New York Central & Hudson River Company has de- | press train for Cincinnati. ings are of brick, 372 by 200 feet, a part being four and the rest cre 
clared a quarterly dividend of 2 per cent., payable October 15. Philadelphia & Readi three stories high. The larger division will be used tor sheep 
California Pacific . Aa ‘ » ws enting. m — : : = calves oy = a hake 8. Each floor is divided into Bto 
’ evera ns are ‘0 > exte f minor branches | é » €ac r whic i - i 
: In the suit of the German bondholders against this company, | of this vend in Socks tal Schuylkill cameleon in Semapveain. iene peoe aon bodintled tnbe pe Mgnt paving out 
in San Francisco, Sept. 6, it was announced that a settlement | The Colebrookdale Railroad is to be extended to the Siesholtz- | The entrances to the upper floors are by galleries on the out- 
gle - I yg 
had been made outside the courts. It is understood that the | ville iron mines, and a branch has been surveyed from Mana- | side of the buildings. rangements are made for the clean- Oey 
terms are the same as those offered the bondholders before the | tawny to Lobachsville, through an iron district. A branch has | ing and ventilation of the buildings, and there is an abundant th 
litigation. been surveyed from Monocacy on the main line of the Reading | supply of water. Two floors of the sheep house are ready for i 
Rutland. wg eomneney ag ‘° the a ~ 5 Oley township. | use, and work is in progress on the rest of the building. of r 
4 — P - . The Moselem Branch is to be extended from Leesport Furnace : Laatant ‘ 
eee & 2 —_ oe. 5 seston, She cron by way of Ontalaunee and the Maidencreek to Virginsville, on Ohio & Mississippi. hee ee ¥ 
veer : ng A age y prevent- | the Reading and Lehigh road. There is also talk of complet-| The new track on the Springfield Division from Pana, IL, “ 
ing “~ ——s peers 4 — i as been adjourned to ing the Allentown road from Kutztown*to Port Clinton, which east to Tower Hill, seven miles, has been completed, and trains by 
October 1, when a earing wi nad, is all graded except the tunnel at Hamburg. All these exten- have begun to use it. Heretofore they have run over the track is t 
Logansport, Orawfordsville & Southwestern. sions are short, of only local importance, and are intended to of the St, Louis, Alton & Terre Haute road between the two on 
The shops at Terre Haute, Ind., have been closed up and | 8¢tVe iron mines or furnaces. ea tae cone Sow dosenen Ge, 1, Lawn, Soe Si es Y 
the tools removed to the shops of the Detroit, Eel River & Catasauqua & Fogelsville. monte pty bata or Hill, end runs parallel to and north of that and 
Illinois: road at Logansport, where the repair work of the road | Work ig soon to be begun on the extension of the Farmington Uti : and 
will yereafter be done. Branch to Topton on the East Pennsylvania road, a distance of tioa & Black River. free 
Erie. two miles. _ =n _— ne the a x eargyornee os ~ laid to Brier Nev 
Sir Edward Watkin and the other members of the English | Qorning & Sodus Bay ree elanapa eI mation mostiwees Sreun She iste A 
: x , f . srminus at Redwood, N. Y., and 28 miles from the junction 
peg = yy when i cae "liane a4, — 1 A correspondent informs us that this unfinished road has| with the company’s Clayton Division at Theresa. ingue = 
principles of a reorganization were settled, and it was Ggreed — = ny hi evil Y- gps yy . Not i dofir od weg on hp teredpndingy ome will 
eahes , ~ysihdgg Antrim Company, which will speedily push it through to othing definite has been done as to the proposed extensior 
jd Al ee urity holders should have Geneva, N. Y., giving a northern outlet for the coal from the | from Morristown to Ogdensburg, but it is said That the project Win 
ay 8 ag . Fall Brook mines, and a connection with the New York Cen- | has not been abandoned, and negotiations are still in progres 
It is reported that Mr. 8. L. M. Barlow and two or three | tra], It would also open up some new country, although a : - “fo Pee - 
other members of the present board will shortly resign and | oonsiderable part of iteould necessarily be paraliel and near to | DUtlington, Oedar Rapids & Minnesuta. = 
that their places will be filled by new men. existing lines. The new extension will be built with 4 feet 8% |, Holders of certificates issued by the Farmers’ Loan & Trust - 
Florence & Tuskaloosa inches gauge. Mr. A. Hardt, Engineer of the Fall Brook Coal | Company for funded coupons of the first-mortgage (main line) Oino 
Work is soon to be begun on this road, which is to be of poe! _ Se ee eee, Coeaege 6 Anim ate tC re paphe yes the ae + ited ond a ~ 
2 1 Rae ve of the new line ¢ Trust Company and take up the coupons deposited under the the I 
thr »e-feet gauge and about 100 miles long. It is to run from gg ms = oe © = funding agreement. All of such bondhold h 
the Tennessee River at Florence, Ala., south to Tuskaloosa, on Corning, Oowanesque & Antrim. perro | with the committee ane re nord akan mee 
the river of the same name and the Alabama & Chattanooga! T f thie 1 is to be ck df 6 feet to 4 feet | add ith th I f the b ad * age vides 
t or of L ‘ ne gauge of this road is to be changed from 6 feet to 4 feet | addresses, wi e numbers of the bonds he y them, to i 
road. It will pass through some rich coal and iron country. 8 pad en and the officers of the road are actively engaged in | Charles L. Frost, Trustee, P. 0. Box 4,024, New York City, in ridge 
Marquette & Mackinaw. making preparations for the change. The road is 53 miles | order that he may be able to communicate with them in refer- reject 
Ss 1s ents att Med tie eactinn whe eevee’ to build thi 1 long, from Corning, N. Y., on the Erie, southward to Antrim, | ence to all matters affecting their interests. 280 
onakion a Ln cpl by rong 4 th = se Pa., with a branch from Lawrenceville to Elkland, 12 miles. Its | Worth Sh f Oanad 100 : 
onal a pn ony gyre eae. ra built it gs oe nor in coal, and it is leased and worked by the Fall rm be ane - oes ot t the Provincial G t h John 
. L 8, | Brook Coal Company. ebec ) 10unce that the Provincial Government has 
therefore, very doubtful whether anything will be done this : resolved to undertake the completion of this line f ) » 088.11 
season. — New Orleans, Mobile & Texas. to Montreal as a government = ory The ¢ ection of roth mg The 
Savannah & Obarleston. , The —_ Sheriff of po see od yoo Sites nen, made another | the Northern Colonization road also is under consideration. aa 
nani , demand for possession of the road under the order of the State : ‘ ‘ | 
On application of the trustees under the first mort age, the Court, but the United States Marshall again refused to give up Chicago, Burlington & Quincy. 
Chatham County (Ga.) Superior Court has appointed c.C 5 8 T 
Olney Receiver or that small part of the roa ‘abiah lies in the the praperty, ond oti maintetes the tastes in possession. 1 a 100 oars ge 9 ened tae rae fe yy “d The 
" * ' * * : : J . ‘ OTTOW cars to meet expected Gemands for relg: at accom- 
State of Georgia. The object of this proceeding is that the in- Atchison Bridge. modation. The Northwestern and Milwaukee & St. Paul are la 
d-btedness of the company in Georgia may be arranged and The celebration of the completion of the bridge over the Mis- | also reported to have borrowed a large number of cars, ‘ = 
settled at the same time with the proceedings in South Caro- | souri River at Atchison took place in that city Sept. 2. A very Gil Clinton & Springfield wad 
ina. large number of excursionists from other cities and the el uman, Vanton prngeest. Hami 
New York and Oswego Midland rounding country visited the city. comme ain ~~ aos Sho tnarton, ben pee pecet Se ee The 
g : , ; 2 ids rith respect to Mr. Hinckley’s refusal to deliver 
The Williams board of reorganizing trustecs has issued a cir- American Bonds in Holland. up the money balance in his possession, and beh submitted them in fav 
cular stating that they have been receiving bonds for several| Dr. A. W. de Klerck writes under date of Aug. 27, from Am- | to the Court. Mr. Hinckley ina published card says: “I desire oon 
months and now have $2,000,000, or one-fourth of the whole | sterdam, that the chief business of the week in American rail-| to say thatI promptly delivered the road on demand to the " 
q I 
first-mortgage issue. This amount being insufficient to carry ed ee =a been in ee & Northwestern and Erie | agent nee the trustees, with a portion of the money, and that by Oanac 
out their pian of reorganization, they hive declared the agree- | Shares, in West Wisconsin and the various issues of St, Paul & | the ac vice of Judge Tipton, to whose Court I am alone respon- 
ment canceled and authorized the return of the bonds, if de-| Pacific bonds. In Chicago & Northwestern prices advanced, | sible, I have retained in my hands money enough to discharge oe 
sired. They have, however, after consultation with the Cow- | purchases being made for New York, where prices were higher, | my personal liabilities in the matter; and when the vouchers among 
drey committee, agreed to join forces with that committee, | and speculative purchases being made by Hollanders, induced | now in my hands and others in course of adjustment are Roger: 
which now represents $3,000,000 of bonds. They say that the | by a rumor that a dividend of 4 or 5 per cent. would be paid | credited, and the hooks are balanced and I am released from 18, 19 ¢ 
Cowdrey plan has been modified so as to remove the objections | 02 the preferred stock. Purchases of West Wisconsin bonds | personal liability, I am ready to pay over all the balance, if any, ; 
—_ = & ae of the Williams committee, Messrs. Wil- aoe coe wl 7 & Northwestern Company, |1n my hands.” Ahi 
iams d and Houston, have been elected members of the | Which is reported to buy all it can get. That day news of the : e 
new committce, which will consist of Conrad A. Jordan, Henry | foreclosure sale of the Rockford, Rock Island & St. Louis was Bt. Louis & Southeastern, pleted 
Amy, Frederick P. James, Edward Livingston, John E. Wil- | received, without effect on the price of the bonds. Erie shares It is reported that in order to put an end to the war between miles | 
liams, Danic! Dodd, and Theo-lore Houston. improved on the news of the Liverpool meeting in support of this company and the Louisville & Nashville, an offer has been Pueblo 
The committee therefore recommends bondholders whose | the committee, and the news of a proposed advance in trunk- made to restore the Southeastern to membership in the Green tio 
bonds are deposited with the Union Trust Company to surren- | line freight rates improved the market. Generally there was a | Line. The merchants of Nashville have held a meeting and by 
der their present certificate of deposit, and transfer their bonds | bad tone in the whole market, and very little business ; and a | *ppointed a committee to see if something cannot be done to ‘hha 
to the new committee. By this means over $5,000,000 of bonds | report that Russia would send a note to Turkey raised great = an end to the war, which still continues to rage with una- line fro 
will be at once ee and the committee claims to have | fears as to the effect on the market the next week. vated force. 7 
satisfactory assurance that the remaining $3,000,000 will join | Rockford, R : H Rantoul & E its 
ry a ock Island & St. Louis. avana, Kantou astern, follow, 
. Tusicaiiocs banatinns seteeineteh. ote cbeiiins tea anen. | ,, 1 German-American Economist says that after the recep-| _ It is said that this company has contracted for iron for 35 Il pe 
tion of reorganization, the opposing parties being pete sds 2 to | tion of the news that this road had been bought for the bond- miles of road and for several locomotives; that track laying miles; 
two, one of which has a considerable majority fem 7S me agg ee ee See eange SEND fast ~ saeieldite teemeat a, eee re ee ton, 74 
. rom 754 to 1054. er. COCO. Vision, | 
South Mountain. A general convention of the bondholders represented by the The Worcester Union Depot. Y 
The work of grading this road between Harrisburg, Pa., and erg ey Lgey urchased natn was to be held in Frank-| ‘The new union depot at Worcester, Mass., which has been da fo ' 
Hamburg is progressing steadily, and a large force is employed at 4 — a pe Mead a — or renting the | under construction for some time past, is completed and trains running 
ous — —— “ys aa he agg rts that this | [ di li Gin “tb we fax — begar torun into it Sept. 6. The Boston & Albany —— Fin) r 
correspondent o e iladelphia Press asserts that this | Indianapolis, Ulncinnati alavette. has offered the use of its tracks to the Norwich & Worcester, Gr 
road is part of the scheme for that “gigantic” new line be-| The le Journal of ieumaher 1 says: “The pool- | the Providence & Worcester and the Worcester & Nashus com Animas 
t'veen Boston, New York and the West, of which we have heard | ing arrangement which has existed for a couple of years be- | Panies, in order that they may make an immediate connection Pueblo j 
be the ory a to this person local roads are to be | tween the Indianapolis, Cincinnati & Lafayette ‘and the Cincin- with the new depot. the Bet 
ptptabesies _ + erneroetty ned = Fe ge. pad sn nati, Hamilton & Indianapolis roads terminated yesterday by|§t, Louis, Keokuk & Northwestern. the 
one “ppp Ser | tra expiration of time agreed upon. Neither of the companics seem : : , ’ thi ny J 
them into a through road across Pennsylvania. This time Jay | anxious to renew the arrangement, and without doubt a health wae Reeth Gn.) Cote es eee ee = 
Gould is furnishing the moncy for the “ gigantic” scheme. competition will arise between the two “in ~y “Y 3 rf " t he a ee by > Western) have oto me 
The South Mountain road is intended, according to the state- Guotion in passenger fares may be expect 1. The aa on ing with the officers of the Keokuk, Iowa City & Minnesota for 1874, 
ments its managers have made. to form part of a new coal Pp 6 y be expected. The management | Company with reference to a consolidation of the two compi “The 
g P P 
road from the anthracite regions to the Hudson River on the ean one yh ice Gaas ercceiee nies and a revival of the last-named project. od pass 
east and the Pennsylvania Railroad at Harrisburg on the west. | 4; “5 ieee” q i Rot 
» | upon some other lines. Sodus Bay, Oorning & New York. been ear 
Connecticut & Passumpsic Rivers. European & North American. qrne Commercial and Financial Chronicle says: Resy = ae 
A quarrel, which apparently has been in progress for some| The Treasury Department, at Washington, last week, gave ge dy aeney cong iy Ba pigs eel fore- Per 1 
tee beleaee two sation in this company, came to a head at | notice that the certificates of indebtedness of 1870, imal on Loan end Trust Company, have filed « complaint oe 8 wehgers 
the annual meeting in Wells River, ve, September 1. The | account of claims of the State of Massachusetts and Maine, for yng ee ee . noi? “ _ company by ie pid) 
President, Mr. Raymond, stated that he was unable to make | money expended during the war of 1812, and transferred to the 0) eee eo te te on Pett 000. Of bon me mo 
any financial report, as the late Superintendent and other | European & North American Railroad Company, would b id ees name of bends fo She quncuee & Weer wars laid io The ling 
officers had ge eee to furnish _ with the necessary informa- | September 1 by the Assistant Treasury Hn Rew York. The see dong Avert aa were issued. ‘The venue is orn’ 
tion. After a stormy meeti e majority of the stockholders | amount of principal is $678,000. ‘ e 4 ( 
voted to sustain the wee. | Perki Pacific Junction , Most 
; : erkiomen. - id of ttivers, 
Wisconsiu Central Th ‘ , . The City Council of Ottawa, Can., has voted $10,000 in aid 
; 4 e track through the long tunnel on this road is now laid : ; on ; ipissing, W boreigner 
_ The s iit in which this company has been temporarily en- | and is being finished up and ballasted. The road on both sides natok eng gee —_ pence Redes Mir the Conadiat ridges, 
janet from any further issue of its first-mortgage bonds is | of the tunnel is —-, and the whole line was to be opened Hag ene) Re rales See Ss See have 
»rought by Mr. Reed, who was a stockholder in the Mani- | to travel September 10. The tunnel is 1,800 feet long, and has cas erted to 
towoc & sippi Railroad Company, which was afterwards | been completed in 18 months from the commencement of work. Prince Edward Island. ithout j 
en the Wisconsin Central. The complaint, after | The new road is 3674 miles long, from the main line of the| This road is now in operation from Tignish, on the nor agro 
rehearsing ~ history of the company, claims that by the | Philadelphia & Reading road, 25 miles northeast of Philadel- | western end of the island, east by south to Georgetown, ber’ 
rey eeree ag Me ; Rey nema pee ay eg Coates was bound | phia, northward to the East Pemisylvania Branch of the same | eastern end, a distance of 152 miles. There is also at the - inn 
rtgage the line o e Manitowoc and} road near Emaus. It is parallel to and eight or ten miles west | ern end, where the island is much wider than at the west aL 
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Souris. This is 190 mi 
tle room on the isl miles operated in all, and ; 
feet 6 inches sland for any mcre railro nd there is very lit- | north : 
feet 6 inches gauge, and, we Golfers, Gaon {The road is of 8 | made coast with Kobe and the Bay of Osaka 
A Vvincia . i surve 
Peonayvani & Ena |S ae PBR ate" io a have been | ‘The work done daring the yeu 
8 new . ry an . . > 
road, from fap si, Art hg rates th progress from the | also informed that furth teu to Slicoten Engine mil ve 
agusc e old D e lake to er surve’ eage. 
Earley Branch shonda, Pa., to Earley Tt errr 3 een to the gaining —— a interior, with tee $n Bae vtecosees 1 351,740 1874 ao ee 
: : : i the interior, with the view | ESGgME-s---verssssr005 oe 4 . 
Palinde & Eureka aon | unk ie, which wall open up largely anol bya cent | Sei SR i 
ork is progressi ‘ Traffic of Kube means of communicati now iehesincsceconied. —— lo 
southward P sen, Sy this road. te: & Osaka Line from ation. ++ 195,419 309,822 er saa 
work in the a seoumt terminus. ot =. ” ping laid asa mal onfues ngers, 505,733; mao — 11 to Dec, 31, 1874. | Car sdiale Eee ae WA couu 5,010,932 = 81.09 sae 
Vaca Valle le y OW & game gage: number of i OF SAMC....... see a ceine gpk eta 8.268 * 0 4.06 ion 
¥ lg ea 3 P , 15,771; seseees $135,440 ngers carri 268,302 48 tees 

Trains _ n , Goods: weight, piculs, 1,981; amounts for sa woth ie emerge sstloags waneiery Py th 3,802,720 osseh 0.025 
California Pa ifie f running regular] : , 1,981; amounts for same......s.sses0s 3,118 | ronn of freight carried. “ye 134,307,087 1S 
Woodland & Oo from Vacaville Cal. —o branch of the a IIE RIN Tit Hh IRS ring “The ¢ anon ongnrt "948,798,085 1,096,987 05 aay 

" , Cal., an a Otal recedpts.......s0serreeereeveseeserenees cmeeeenaiage e rhinos 4 280,395,9 : 

the contractory ‘Parlon & ict This ralvay was opened for punger inte on ae 18h] of account of passngers cared includes 828620 fer 
have a considerable taeee ¢ : Knox, have broken gro Bedford marten’ goods on the Tee D agen pale on the 1ith a following details of at in 1873, 238,280 ferry 
creased as the work progr bn 4 — which is to be pe me = The ‘“ Springville, Owensboro & Bl Berry year, 0! = General Freight hoes —_ traffic are given in the repo 

. in- irec nna ; . r 
Seckten & Tone. of Chicago to build —- a contract with Cl x eiecicattingh 

The first locomotive h ville, New Albany & is road from Bedford, I ark, Buell & Co., Local freight...... 1873 
. Works at Taunton ag been received from the Mason M. Gistance of about 36 _Eeeene, went by ak to yea ov ge Sankes ight. ststeseasenessssees eases, 107,382,059 sont neg 

ntral Pacifi slips a-| close of the year. It will e road is to be co a Deidacteehsncssecesinnns 95,660,334 132,415, 
the said that ie engineers ha ville fee Laine is intsbhod tobe fant ef a mpleted by the | Total elght.vesvnevseseenene Prensem 8 244008 

a es from ve pronoun . us. art of a line fr: “Th Coe cocoerccccesecsesseces 248 ee 
te beri ates Ae ratyetaeactee:| °Joigo bemoan ®fom Toul | of company's Hight) "was in 18, on freight exclai 
: rnia & Or ive to be found for th ble. | J ' 257 cent was, in 1873, 3 exclusiv 
ing from Reddi egon Division. Th - e extension udge Emmons, of t! " rt Be , 3.675 cents, and in e 
Talley and up the K ne Stare rll eqn _ ~~ esas ace ag me ereay Circuit Court, sitting in ee Of eae fr eicht pron cents or 11,37 es 
: ainox or Big M r, running then asta | desi nt of a receiver in t earing argument markets fr ght there were f : r cent. 
don = “ egun soon. ig Marsh. It 1s said that Ss cutedies the close of ¢ > Sa ~ Fuge ‘Trimble, of Ken company grain, as rv thea agrtociturel distriots, 308, 720,797 india ol 

onnecticut Riv compromi arguments Judge , of Kentucky. At | .. First six z » 266,729,777 pounds of 

This compan: a Reading Siena the different 4k recommended a |" “st ix alee. eave ceercevcenee verses coves 
and wages. Rectanbes ‘ r aeuationt of 10 per cent, in all ys for that purpose. rests and adjourned the neon aeer eae tee St 218, a4 aiiak 
and low rates. A r 1, the reason bei! . in all salaries A tabl we earned $431,022.82 Ss 2 te “ 
free passes from n order has also been decrease in busin of the abit the principal items of ' _— 

and after th een issued abolishi e88 ANNUAL RE e shipments east sof through freight 
New Oastle & F e same date. shing all PORTS. ptm Py 0p 7 Ry ny aah og MY shows that 

, ranklin sees second (16. 020 tc tons in 1874 : e heaviest item 

A preliminar ‘ Central Pacifi t 6,020 tons against 14,509 in ainst 1,262 in 1873 ; 
tenai ary survey has b C. ons, against 6,363 i : ’ in 1873); t 5 wool 
line is by = is road from Ree hm - of one line for the ex ill ompany in 1874 owned and aie onnages yl of ); tea third, with 5,689 
will be run by Bheablew ie en and iow eau ao This | miles, pita ner yo — the ~o moby pee miles of eight for two years were o the principal items of through 

' e and the Con m, and another | Francisco termi rom San Leandro to r, except that 6.1 | Barley.. ; 

Winova & Southwestern Vern and another | Francia erminus vere ton up last yer, andthe mileage heer serene ma 
from on Mine v-% revived, and a The lines worked are : y eo aalieage TOs essesseeeerssesessrsesesees seeseneoes ~~ 14308 
a as euteramasvat pind s survey is to be made | Sn Fran ; Salmon. +... sseeesesseseseesesseresessasensceees 5,889 ae 
et See road. a. It is now te ants oes Oregon Diviclon, Benevilie to Hedding aiites, | areet f sigeeessssvatnvasscnsnesesees Sopeeestens one 112 
inne a he regon Di : we ggiegiigeaststtsseteeseseees seen On HUIE. ss ssess ee cseesseseesesesssessesen sen a4 1,902 
uit having been found that th Oakland and Alameda rop to Goshin.«. sachsanehsonensonntinet 161.45 | ton’ tonnages of items thre thet serra 1,443 
the ecified River bridge w e contractors for the ——————— 146,29 | *° more than 1,000 tons ——— freight westward " 

e specified tir ere unable to masonry of Oakland Point t lag ither year were: amountin, 
were opened pombe} werk was prare Miek 2 geen) it within my wed gree ade Vowe ses cesece 5.67 | Domestics... re: i & 
ridge & Co., of Balti : e contract w: , and the bids ose Branch, Niles t _ eRe aeeeeeeS oie os eR ariecn cnn crscsseenessshonssoahsoeuas 5,031 1873. 
eee tld. that Baltimore, Md., for $ as let to Smith, Dand- , Sirians Ueememnemmpmnerene 031 6,684 

: , Harmon & H 143,820. Th Cd Total 4 : 
rejected for other rea nm & Harmon, for $1: ae eee . 2,519 

’ sons. , for $139,500, 4 i 0s Cecccccecocccoes 2, 
ne ate “~~ . Co., ime ee Pg were’ ing? BQ. diem - . ave 148.98 miles of sidings, which fe on 0 3/208 
John 8. Wolf & Co.. $168.68 9145.00): Ghent ae hee a eee year, ings, which is an addition | Candle 4 
5 0., a ; Ghent ’ 7 e compan : 10n RS 2,013 
088.15; Reynolds & Fe a : John W. Sauls B. Co., $166,800 ; | lease 74 = be Ay close of the year also Remmnnsnoosetocerssesaesusesssouesnesehierely 2, 1,875 

The trustees have a ipeugh, $196,816.20. gh & Co., $186,- | Southern Pacific Railre a3 Joaquin Valley no worked under | P&PP sos sessssesesessesessesceesneneescsessn ess 1's20 1,265 
extend oy ate from 25 :7 pag be the prading and Ati - — oad, $2.1 miles of which ney > RA ee eal og ata ‘ssiabeeniasesnehialaiad - 1oa0 

e Kentucky Ri , both inclusi , quipment owne ed | Live st lsc s<<s5<hebabeuieanies ascieamadaal 379 wo 
Fall River. y River to South — which Locomotives ae ed by the company consists of : pe pi pouiebestanunnsenavenaianaal 8 oo 

The grading of thi enger-train cars veccpianeet pat pipiaes = Sage ’ The earni sseesensensceensneesseanacansnnes ‘ 1,516 
: : this r : : 52; slee 3. class, 91; second-class and emokine, The earnings and worki soe «(142 , 
Rig Sieg cy See Paige ae DR Bi locating rrp repre party 

sted. Itist own the e track is be- |. Cump cars)... ... “os , 1,499 platform. 55 caboose, 11¢ ° own: 

tober 1. 8 thought that trains will be sus auees oe. eet track lay directors’, 1 superintenden' cernrieatettcne i 3,800 | Eeeight bers tas 

’ 4 * . ’ eee ee veseseces « ) i Xo 
— S Northwestern “| _ ‘The meen sate daa 218 hand cas od B now siomhen se Passengers Fe cae cs chcekhcu ee $5,451,403 84 saaaen 
‘ 20) = e . ri e Fy o ‘ee xpresi AGT ARE te tice He > ’ 9 ’ 5,4 
in faver of the ‘cau Ont., have voted by a 1 aa oe baggage care and Peg the year were the * etcetera nN ete erratT a 2st a 
pron sep It is said that thas of $100,000 to the shock af tap ern acific. Of considerable new. rollin plow ; but the com- Misceliemeous .....s.ssesvesverseeses | 1b, AiO 450/068 93 
struction of the road. is will secure the iaxas —_ a this | and are used ae cars, 38 are ton ck for the South- adage... ih oeecinahiatateahisie rr 4 ‘a3 HH 
Oanada Central. con-| Besides this railroad - pped with tanks | Rental...... seeeeneeesecessensseseces 104,100 i 121,517 78 

The contracts f. : steamers, of from 334 to erty, the company owns si BESS 3 cians hsvece sinblcancal 60,121 6,373 60 
broke, Ont. soahag 4 Prins Se extension of thi a ee — tons ; and 17 tha | = river  ecntenetg. = we EERIE Si 12,(40 87 wo'ses + 
among 12 firms, of whi een let. There ar 8 road to Pem- sfer ferry boat capable of | as under constr Moses veeveeeeseees : 

ers, Kelly & ich onl : e 87 sections, divi once between pable of transferrin ~~ 1 \-~d Si $8,276,301 55 

nn " » Kelly & Co., of Rouse bw key from the Unit =| — be ‘company had mtg Francisco. g 20 freight cars at Sapertatenfonse See ener ae waveuens. un $5,334,729 0 
Mahison, T , N. Y., who have sections | 395,865 acres at of which at the ent originally amounti - Sale peaeaaainateee covsesss a 
opeka & 8: 5,865 acres at the at the end of June, 1875, i ng to| Train ++ 488,152 77 

The extensio anta Fe, my armel gait ge of $4.28 gold 5, it hed sold | Sleeping-car « 149,059 38 
pleted to West m from Granada, Col port of the Pm pe A assets is reported 80 r acre. The —— aaa 408,131 68 
miles from ‘Atchison Ti 544, mile a», westward is now com ~mnaeh as follows in the re- | Locomotive “ 21,208 99 
Pueblo & Ark hison. This extensic om Granada and 536 1,213 miles main line of railroad ahaa ve “* 1 206400 08 
prion, but is identifed with tk fon ‘hae been built by the | fables, depueaepot tarmout, awitabey, Carn Repel of track 0 anak 

aby ie sinaktnehhiens a awit the Atchison oo arate cor-| Snow-galle ~rod moderne Bm om My po * sed Meats’ <7. .dreeiee's 986,552 64 
sine latter company + and officers being the 1 ae & Reet pats fot ferries a fan wharves, slips, piers and steam. ). aa ashoies suas oF 

° . ments for same—locomotives, care. “ Riccwaucetvecst ives #0" 
erin ch Eafe ee a RE geet <p eeagetetee ian 

‘chi J sas City, 66 mi \ es: th Bh TE Syne we ane Pap fe Ty P 7 * ce auaatingh ........ 0, 2... ‘907 82 
Wiha, 27 mit” The ad iy organized i les; the branch | Shops and machinery .c.vvwus.sees Si gaongse | Sac wher S0t'000 96 

~ 80 A ° f i r Newton to | Telegraph instruments, furniture, sai — J f eo it gt eh gaa A 
a niles ; Kansas Cit "Divisi Atchison to Baperi anetts as ioe furniture, saf 1'398°007 05 Office snow  ~E acoanaes aone-g? 7,393 06 
; Cottonwood Valle Di sion, Kansas City to unction, | Sacramento Bem cininoss sueces'e., 200-2 aa... a ot 
ton, 74.2 mil i Valley Division, E F Topeka, 66 | Material o ODD cs dak o6c ddcesesce dae (coat) 112,941 ellaneous........ 157,607 21 
ton, Newton to Dodge City, 1 ion, Emporia Junction to New-| Th RE cosa ES 0) Coenen eee. 24,199 96 
¢ City to Gr odge City, 167.6 miles ; — PR see teers Di- In shops BepelS. -»- 200 ose. ppeceeee pees Kelly 0seenseseves 39,516 66 
to West pagent bea fy pe Colorado ew A Division, mw angie See and repairs (per inven- 440,828 44 | Damage oe po susaeds 1 — - 
‘ * : 810N. Ee ea Age wore are pee et see creo M4, 
Ming ovr al ofthe coumpanys inca nnn ,Grana-| | | Fucl on hand (per inventory)... reel) Saas | Inari i cons i 
Anin Granada aes 4 new section of line with , gations. mn unts outstanding after deducting Obl 304,769 & Leased railroads....1..:+s. sccsccccce 33,783 62 
Pueblo | 50.1; West Tae Anien 17.4 miles ; Ceddon hy ree Undivid glands—estimated value, rccsteneertecesesss, _9007,716 84 Sidditghrs, via inline ni 
ae. stances | Guaiviiod halt 60 hones aa asia ia ee ,! 0S PB ae ike ites —_ 
Sihiition bonne, There will p A further dentelon te ndivided halt 60 acres land in Mission Bay, in San hoomms op roar $5,223,429 42 
— between this compan r org be a very rae hoe 140 nedes and water tro ater front at Oakland on enor eae 
ew Mexic and the Kan active} value, inde ront at Sacr t 1 Pg Earni Coin, : 
Tpanese Rai o and Southern Col sas Pacific for | Cash... pendent of impro d DGB. oes vere veee $8,2 Currency. 
ilroads olorado. WON... eeeeeveere es VOMEDEH. +0244 e004 4.180 Expenses. .....csseesees -276,201 56 $5,894,729 08 
x ep cee. Sits ier Sa ae CRS ala: Pee AG wt eal A aR 5,223,429 45 erry $13,611,030 
tigre a rt of the British C RU + core naar ae 1'134,645 56 | Earnings over operat 44,702 45 = 5,268,131 $ 

Othe ene June 16, 1875 onsulate for Hiogo and O aioe, seiktiaitiedie had fag ~—— ~~ teen 

fs railway from party we find the followi saka aiid re eee? one 9189,071,064 84 | Nore.—The currency $3,052,872 13 $5,290,026 
p&ssen obe to Osak wing passages: | CaPital stock .—The currenc 290,026 63 $8,342 
ian Raitenger ‘traffic on the 11th of a (20% miles) was opened | *ynaed debt WIPE Bon yonverorererenes PD pe vay toon pm poy By ay Be A gna tae 
bem eared for shorter p Hh of May, I, no Mint dling | Me HBB Hoosen sorts gags $946.50 | Sguivalent to S083 to a peuntam ould ot TLS pee oot, 
horter p-riods, and ’ a. sd wie 1451.96 682,378.14 currenc: re expenses wo < 
0 pes, amounting by the latest ii_mait-£:\ ~teaed For the conn Bt 
y bonds.. : purpose of fi : : 
ie so per week. ——— r..-y~ al = ay ae elas si. cadivdecess shee d .0cteve 5,00 008 railroads of the whey ng ae per po with the oth 
amet eclining oo peg: Daten, Rete, Se pas} The co . “ 11,460 per mile)....... '865,680 | curreney are given: rnings and expenses reduced to 
. ordi | si a NS Ra ss eeeees 
The acre sensible of ang 0 ee people of Ge Pres nad Far englteh sine: Bell 5a ts 08 Ge sate $6 2 eapaenecrd fn stg 187 
i . van unt pany’s fun $44,947 earn 3, 
p rocked with great or fomee =i Arn seomy gy | Ne ee cue ae ee caer ee athe Working mings... SLs eee 08. Oi smnase - —— Pic, 
er has no accident causing inj the Japanese a: . | become a lien on the’ with the accumulated i nite sess 6,848,977 29 6,606, 679,866 12 4.9 
* has Occurred since i ing in, ; nd all] There i e road at maturi interest will 606,186 70 242,790 
Most f ed since it was o jury toa single a ere is $8,333,300 A ty, is $22,964 Net earnings " 52 43 
divers, of the subordi med. passen- | in, held in trust fe of capital stock s heort mile, ances daa. $8,682,378 14 $8,245, ones 
but not th inate officials are J D * t for the compa ju rl but not paid ‘er cent. of expenses 245,302 54 $437,075 60 
Loreigners, é fireme e Japanese, The engi uring the year th — Gross earnin ; 40.25 404 : 5.9 
8, thr The works of the sae foremen latedayers, ave a reduction of. the wax! —— in the capital accoun mile ....++- =; . on Hi a.teeene coeee soe 
to ee sho e, Which , are | of ¥ debt . t was | Workin $11,980 
ha’ rt t includ : land. the red expenses 
verted eet cee sannele ea come hes pon large river bonds, and $429,000 of redemption of $185,000 ane geen oe $11,354 ent 88 
Tithonsy nave With cted with care and solidi work, appear| ‘The bonded d , ~ have teen | Net earning per mile. . 4,822 4.505 
t hstood the action of ty. They are re- e bonded debt bears inte ; ‘ Passenger mil mile.. 7,158 , 27 866.0 
tim injury or interruption of the heavy floods last ye rest (in gold) as follows : mi'e mee yee - 9 69 
"6 now in to Kiyoto (27 mil e traftic. year Prineipal ; Tonnage mii seeeeees « 120,723 99 : 
ry the | ve progress, and ppg bee begun last year : $500,000 — ~~ > depeenedertiin aes 11,568 11.7 
a tge numbers L 8 ieved that ; 2,983,000 ’ Receipt per passeng ‘ 160 204.080 p 
a Propect of the tine snaes to bo Sethgnd over, there 51,088,000 game ole aloe aa 97,070 13.4 
the objec ened up to Kiyoto dur- ’ mane ac per ton per : ’ 8.675 cts.Dec.0.418 1 
Fees Thus the interest 3 a $3,311,000 etecenttey 08 is 1.37 
g the port of Ts the interest pai per mile paid by the com i : Durii : on™ 3.650“ “ 
. uruga on t paid by the Uni pany is $2,730, ng the year the Lan 0.190 3.68 
waa Mabsidy vonde is | "The Chief Engines Sand Departasons antl OOH Anree et 
laid during the gincer reports that 27% miles of stee 
year, ma ng 484 of steel 8 i rails were 
on the road, all 
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on the Sierra Nevada ; and 264% miles of track was renewed 
with iron rails from the ’ Rolling Mill. The directors, 
last October, resolved to make all renewals of the main track 
with steel thereafter. 

The —— of new snow sheds built was 9,959 feet, including 
8,882 feet in renewing that which had been burned during the 


ear. 
. With report for the P 1874 are given the earnings and 








working expenses for the first half of the current year, as fol- 
: Coin. Currency. 
Gross Carnings.........6..eeeeeeree s+ $4,103,482 44 $3,176,651 08 
Working expenses..........++-see00++ 2,028,864 54 121,475 71 
SRE *85 1205565 peace ceccee $1,174,617 90 $3,055,175 37 
Not earnings 1874..........seeeeeeeee++ 1,069,297 83 2,414,587 65 
Increase 1875........2.eeceeeeeees $105,320 07 640,587 72 


At the current pete of gold the total increase in currency is 
about $761,340, which is nearly 5 per cent. of the net earnings 
of the whole year 1874. The proportion of working expenses is 


44 cent. 

Pao net income of 1874, aeeniing te $8,842,899, was chiefly 
expended in the payment of $3,389. of interest, a dividend of 
5 per cent., amoun to $2,713,775, discount of currency re- 
ceipte $458,802, while the balance to credit was increaved by 
$1,632,000. The company has announced its intention to pay 8 

cent. dividends on its stock hereafter. This will require 
3,596 per mile of road, while the regular interest on the re 
ent amount of bonds issued by the company requires $2,730, so 


that $6,326 gold, net will be r ed to interest 
and di : , Which is equal to last year’s net ae gs, with 
gold at 1.12%. 
Rome, Watertown & Ogdensburg. 

—- fiscal year ending December 31, this company 
worked the following lines : 

Miles. 

Rome, N.¥., north t to WRB ices cnccccesccsscsesestaleed 
Watertown to so Rnvet eeepc secccccces cocece coseee 24,24 
DeKalb to Potadam Junction. ..............seeeeseeeeececceeees 24.28 
Onwego & Rome road, to Oswego, leased.............. 28.58 


BOOM sec cicnscdisnconsscescccccccseees ehnkcnaceesas tape 218.21 
There are 28.83 miles of second track and sidings. Since the 
close of the year the company has acquired by consolidation 
the old Lake Ontario Shore road, which will, when completed, 
extend from Oswego westward to the Niagara River, and which 


is already in tion to the Genesee, with track laid some 
distance beyo: The Syracuse Northern road, which forms a 
connecting 45 miles long from the com "s main line at 
Sandy Creek to Syracuse, has also been purchased in the inter- 


est of the company. 

The capital account at the close of the year was as follows : 
Stock ($16,599 pout Mee omy Messcccocecccccoosececoces $3,147,600 00 
Funded debt, $21,767 per mile)........ 4,127,716 19 
Bille payable, unclaimed di , Oswego & Rome 

GE Pecans tutdctasesecascesebecocccsccessococee 86,038 75 

Total ($38,820 por mile)........scecccsecececeeeeee+ $7,301,354 94 

The earnings of the road for the year were as follows : 





1874. 1873. Inc. or Dec. P.c. 
From passengers... $427,676 77 436,641 68 Dec.. $8,864 86 2.0 
Freight..........+. 626,049 60 671,081 48 Dec.. 45,031,88 6.7 
Mail se pecccce 23,621 00 21,250 00 Inc.. 2,871 00 11.1 
£xpr’ss and miscel- 
laneous......... ° 95,553 65 65,640 06 Inc.. 29,913 59 45.6 
Total receipts. $1,172,901 02 $1,194,513 17 Dec..$21,612 15 1.8 
Expen’s and taxes. 770,256 96 870,066 80 Dec.. 90,809 85 11.5 





Net earnings...... $402,644 07 $324,446 37 Inc..$78,197 70 24.1 
Gross earnings 
eoccccces 5,375 10 6,474 14 Dec.. 9904 18 
Net earn. per mile 1,845 21 1,486 85 Inc.. 358 36 24.1 
Per cent. of exp’s. 65.67 12.84 Dec.. 717 9.8 
The income account for the year was as follows : 
Balance from 1873 .........esceseeseesencs ead abeeencnaen $142,625 29 
Wet OREMIMGB...00 cvcccccccccccccce ccccscccccccseccccccecs 402,644 07 
Received from fire losses and premium on bonds.......... 2,877 50 
ib has Wisin 4000-04bs0s 0000 cccccepeccesbasocseces $548,146 86 
Interest and COUPONS...........sseeseeeseceecs $193,186 57 
OME ace pccdcacanccencescecsce eccceccccee 220,300 50 
Oswego & Rome dividends..............0sceeee 24,000 00 
437,487 07 
Balance to 1875............++. CO eeccccc ceccccescsccsccces $110,659 79 
The President’s report says : 


“The —— falling off in traffic has been in the articles of 
iron ore sawed lumber, in the former 27,220 tons less than 
last year, the freight on which would amount to about $50,000 ; 
and probably about the same amount of decrease in lumber. 
This shows that while there has been so great a decline in these 
articles, which pay a very low rate, there has been an increase 
to some extent in agricultural and other products, which pay 
much better. 

“The local ponsenget business has been less than last year, 
but the through mileage shows a gai is latter is mainly 
from the increased pleasure travel to the St. Lawrence. 

** Last year, in view of the largely increased demand for the 
iron ores of this regio also from the assurance of others, as 
well as our own convictions, it was thought that the demand for 
fem agen = would soon exceed the ability of our company to 
supply ; and hence considerable additions were made to the 
ro) stock, now for our other lines and business. 

“* Moreover, we are satisfied this trade is not lost to us, but 
will at no very distant day become er than ever before; 
this will occur whenever the general business industries of the 
country again become prosperous, and —— when the 
Present extreme depression in the iron e shall pass away. 

“* We are sure that the gain in net receipts as shown does not 
arise from any failure to maintain the road and property of the 
company fully up to its former standard. It comes in part from 
tbe improved quality of the freight traffic and better 
rates on some part of the line; also to a reduction of 
force, the number of trains, wages and other items of expendi- 
ture which we have felt ——- to make in order to meet as 
far as possible the falling off in receipts. It is always at such 
periods that we are forced to adopt the most rigid economy, 
and to watch more closely every species of outlay. 

‘More than 2,000 tons of new iron and 108 new ties have 
been used during the year, in the laying of which iron fish-bars 
with bolts and nuts have been e use of. New buildings, 
bridges, culverts and many other permanent additions have 
been made, most of which has been charged in the expenses 
of the year, leaving no doubt of the fact that the present 
average standard of excellence has never before been attained. 
But little new a has been added this year beyond that 
y e to replace old numbers and the rebuild- 
ing of more cars than usual. ‘Lhe fact that less new work has 
been done has given opportunity, time and room for a thorough 
overhauling in every case where it was deemed best, both as 

locomotives, coaches and cars of every description. 
The stockholders have already been advised of the recent 
acquisition by this ee of additional railroad property, 
ex 


thus securing a wes tension of our former line.” 
Mineral Range. 
This company owns a road of 3 feet gauge from Hancock, 


Mich., to Calumet, 12% miles, There are 144 miles of sidings. 


The maximum grade is 211 feet 
for 1,200 yards from Hancock, a: 
of 146 feet er r mile. 
mum grade is eet. 
410 feet. 

The equipment consists of 2 en , 2 passenger and 2 
smoking and baggage cars; 8 box, 15 platform and 1 caboose 


car, 4 cars. 
The capital account is as follows: 


r mile, which is maintained 
r which there are two miles 
or the rest of the road the maxi- 
The minimum radius of curvature is 


NR CII 3 n5 op anckcc-4n0ncccsarnesesaes> $101,525 00 
Bonds, 8 per cent. ($13,400 per mile)........seseeeceeeees 167,500 00 
Floating debt ($6,528 per mile)...... eodedeccccsccecceses 81,600 94 


Total ($26,060 per mile)......csccessccsecccccesccvces $350,625 94 
The actual cost of road and equipment is stated at $335,949.33, 
or $26,875.94 per mile. 
For the year ending December 31, 1874, the first full year 
since the road was opened, the earnings were: 









From passengers.. oe -+ $38,955 97 
Freight...... . 00 cocecccccoce - 60,077 05 
Extra baggage 88 1 
Total earnings ($7,929.69 per mile)............ eeeeeees $99,121 17 
Working expenses (55.85 per cent.)...-...... sessecsccesees 65,357 55 
Net earnings (3,501.09 per mile).........seecceseccceeseescs $43,763 62 
Interest and State tax........cesccscsessecees eerccceccecce 19,866 60 
Balanced Of PEORS....ccrscocccccccces cocgvcccvcccessoe $23,897 02 
The work done for the year was as follows : 
UD SID 0.05 6:00 000000906 60sec cécceseeeeseneseseesovssce 38,710 
RIOD GRRIEE i oo 0.0 cose cccccceccescccvbescncsse cocceceos 70,825 
WOGROMBOE WICKS: 000 00 crecccccesccccscccccccsccccccersoccces 772,187 
EE MENINI ss c0.0-0006b 00asngunessoecbeserecsee 66000000 60,059 
PE MINED oc 0.00 ccein 00086 60006065000000c0008560sb0008 515,296 
The average rate per ton per mile was 11.66 cents ; per passen- 
ger per mile 5.04 cents. Theaverage expense was 5.90 cents per 


ton and 2.81 cents per ger er per mile. The average train 
taken was two loaded freight and two passenger cars at an 
average speed of 15 miles per hour, or 12 miles on the heavy 

Trades. e average “a per car trip was 20.3; tons of 

eight per car moved 5.1. The passenger cars weigh 714 tons, 
box cars 54% and flat cars 4 tons. The engines now in use are 
of the Mogul pattern with 12x16 cylinders and weigh 20 tons. 
The road is a difficult one to work in winter by reason of the 
heavy snows and high winds ; the cost of clearing the track of 
snow was 4.98 per cent. of the working expenses. On account 
of the short haul, the proportion of terminal expenses to the 
whole freight expense is very large. 


St. Louis, Kansas City & Northern. 
The last report of this company covers a period of eleven 
months only, the fiscal year having been changed so as to end 
with December instead of January. The lines worked were as 
follows : 
Lines owned : iles. 
St. Louis, Mo., to Han. & St. Jo. Junction, near Kaneas City.. eo 








Moberley, Mo., to Iowa line near Coatesville...........ssee00+ 
Total owned... .cccsccccccccs CSCC Rdsoeencerercescoecsoes 353.00 
Lines leased : 
Hannibal & St. Joseph, Junction to Kansas City.............. 9.50 
Booneville & Boone County, Centralia to Columbia............ 22.00 
St. Louis & Cedar Rapids, Iowa line to Ottumwa.............. 43.25 
St. Joseph & St. Louis, North Lexington to St. Joseph........ 76.25 
Total leased........... Poeesecccccccosceos pibdeassoncyee 151.00 
Making 504 miles worked in all. The St. Louis, Council 


Bluffs & aha Koad, 41.5 miles, was worked four months of 
the year up to June 1; it is now, with the Chillicothe & Bruns- 
wick road, 36.25 miles (which was also formerly worked by 
this company), worked by other 
agreement. The St. Joseph & St. Louis road was leased from 
June 1 under an agreement to pay $10,000 per annum for two 
years, $35,000 for three years, and thereafter 30 per cent. of 
gross receipts, gumaieing a minimum of $25,000. Since the 
close of the year, amended leases of the Boone County and the 
St. Louis & Cedar Rapids roads have been concluded. 











The capital account at the close of the year was as follows: 
GRUNTROR: ROE, . ccc ccccccecccccccccccgces céccsccccesese $12,000,000 00 
PreMesPed SbOGK occ ccccccccccescccccccccccvccccces «++ 12,000,000 00 

Total stock ($67,989 per mile owned) $24,000,000 00 
First-mortgage Donds..........eeseeees eevvcece onseen0 6,000, 
PIE coc 500006.00900660060006 0008006000000 615,000 00 

Total funded debt ($18,739 per mile).............. $6,615,000 00 
Floating debt less balances duc... .......0.e.eeeeeees 791,702 95 

Total ($88,971 per mile)......... eeccccece eccccece $31,406,702 95 


The former real-estate mortgage has been canceled and the 
bonds retired. A new mortgage has been executed for $3,000,- 
000, which is a first lien upon the real estate and a second upon 
the other property of the company. Of these new bonds 
$615,000 were sold to stockholders for one-half cash and one- 
half preferred stock. More have been sold since the close ot 
the year. 

The earnings of the road were as follows, those for 1873 be- 
ing given also, although a comparison can hardly be made, 
those for 1874 being for eleven months only: 












1874. 1873, 

NOM MNIE occ 5 occ iscccsccescesesscose $781,649 10 $907,522 87 
PUMIIINS, 000 ocsconccserccovcccccsce eees 1,494,946 13 1,714,936 23 
Mails, express, CtC.......c000 seesecs * 29,055 36 132,735 13 

ED abs ces stebsbspereciscncees $2,405,650 59 $2,755,194 23 
Working expenses .......sceceseseeeee 1,744,622 74 2,084 664 12 

Net earmings........seeseeeeees $661,027 85 $670,530 11 
Gross earnings per mile. oa 4,899 49 4,758 54 
Net earnings per mile... ee 1,346 29 1,158 08 
Per cent. of CXpeDses........eecseeees 72.52 76.66 


Part of the expenses were for repairs of road and equipment 
which belonged properly to the previous year. Deducting 
these the per cent. of expenses would be 69,21 for the eleven 
months. e earnings for the last five months show a large 
increase over and the expenses a decrease from the first six. 

The President’s report says: é 

“The present board was elected April 15, 1874. The first 
three months were consumed in efforts to ascertain the exact 
condition of the property financially, and in respect to its con- 
nections and arrangements for business. : 

“An immense mass of unsettled claims for rebates and claims 
from connecting roads were found and were urgently pressed 
for settlement. The mass of claims of this character have 
been reduced to some 261, having disposed of $580,995 of them 
for the sum of $69,550. 

“The agreement of May, 1872, between the Pennsylvania 
Conger, the Chicago & Alton Railroad Company, and the 
Kansas Pacific Railway Comment, poveiing, in connection with 
ae road, for a great throug: e from the Atlantic to the 

acific—with the purpose of controlling the mass of traffic in 
passengers and freight—utierly failed of its object, for no 
other reason than an entire neglect of the parties to c out 
their agreement. At your last annual eeting you considered 


This was accomplishea by suitable pa , under the date of 

March 28, 1874, and the common s which was issued for 

and held by trustees, for the purpose of controlling the man- 

agement of your company as to Ba cow y contemplated in the 
ju 





eement, was released, and dis am te owners in 
exchange tor their seek certificates, * * Tes 


5 | expenditures were ne 


arties, but under a friendly | P 


this question, and we were instructed to break up the contract. | d 


“The lease of the St. Charles Bridge has always been re- 
garded as extremely oppressive, both in the sums of money 
agreed to be paid for its use and in its other provisions. The 
cost to this smmgeny oe the terms of the lease for toll charges, 
taxes and repairs will amount to about $200,000 per annum, 
and in addition this company has undertaken to assume the 
liability of all casualties of whatever nature. 

“The Board, entertaining these views of the provisions of 
this lease, the papers were submitted to the law department of 
the company, and after a thorough examination of them they 
were returned with the written opinion of the company’s attor- 
ney that the lease was illegal and of no binding force, neither 
the bridge company nor the railroad company having power 
under their charters to make such contract as they had at- 
tempted to make. The legal question is now before the courts 
in an amicable suit, which will be decided — and, 
whichever way it may be, the friendly relations of the two 
companies will not be disturbed igen ge > ee 

“Tn the adjustment of the mass of claims arising out of the 
accumulations of the previous year, already referred to, large 
ed, and your floating debt was swelled 
by their payment from $1,071,859.94, as given in the annual 
report of ny predecessor, to $1,327,973.20. By the application 
of $307,500 received from the sale of bonds, and the remainder 
a this debt was reduced to $791,702.95, as of De- 
cember 31.” 











Rapid Renewals of Bridges. 


From the August Transactions of the American Society of 
Civil Engineers we take the following report of some discussion 
on the “ Erection of Structures” held at the Pittsburgh Con- 
vention last June : 


Mr. Cuartes H. Fisher—The renewal of structures upon 
railroads is frequently attended with considerable inconve- 
nience and expense, from the fact that the work must be done 
without interference with the traffic of the road. When such 
renewals are made with iron, I have found it expedient in sey- 
eral cases to erect the new bridge by the side of the old one, 
then to tear down the latter and move the new structure side- 
wise into position ‘ between trains,” or on a Sunday. A double- 
track bridge of 110 feet span, and weighing about 66 tons, was 
put in place in this manner in about six hours, the distance it 
was moved being not far from 30 feet ; subsequently this bridge 
was widened for two more tracks, making it a four-track bridge, 
with five trusses weighing 133 tons. The arrangement of the 
tracks made it necessary to move the entire bridge laterally 15 
feet, The ends of the trusses were raised sufficiently to permit 
rails to be placed under them, upon the bridge seats. These 
rails were well oiled, and then by the aid of tackles at both 
~_ the bridge was moved the required distance in about two 

ours, 

From my experience here, and in similar cases, I believe this 
method of procedure can often be adopted with economy and 


50 | dispatch. 


. THEeopors G. Exxis—In the case of the renewal of a 
bridge, which came under my observation, the plan adopted 
was somewhat different from that described by Mr. Fisher. It 
was of a bridge over the Connecticut River, nearly a mile long 
and consisting of 17 spans. An old wooden bridge was repla 
by an iron truss ; the piers were built up inside the old bridge, 
and the iron truss placed as nearly up to the floor timbers as 
was possible, between the two sides of the trusses, so that the 
rods of the wooden truss passed through the iron work. Twelve 
spans of about 883% feet each, and one of 177 feet, were com- 
P eted in this way ; then between midnight of Saturday and the 

ollowing Sunday afternoon the iron spans were raised up into 

lace by hydraulic jacks, the timbers of the wooden bridge be- 
ing cut through for the purpose. Thus, during the whole time 
of the construction of the new bridge (nearly a year) there was 
not a train, of some 20 or 30 which daily passed over the line, 
delayed in the least. 

One of the shorter spans which was over a roadway, was run 
out upon a car and placed in position, the wooden bridge taken 
off and the iron one put on, bod.ly. 

Mr. J. Dutton STEELE—A bridge was recently built on the 
Lima & Oroya Railroad, in Peru, called, I think, the “ Agua de 
Verrugas Viaduct.” It was constructed in Baltimore, and con- 
sists of four Fink trusses, each 145 feet long, resting upon iron 


00 | Piers, the extreme height of which is 252 feet. 


The proposed mode of erecting this structure was to put the 

trusses together on the ground, and to elevate them by pulleys 
at an angle of inclination of about 30° to a height above the 
tops of the piers, then by capstans to draw the trusses into s 
herizontal position and lower them to their places. I under- 
stand that the bridge was completed and is a success, but I have 
not heard how the proposed mode of erection answered. 
Mr. J. Foster Ftacc—The bridge was erected by first mak- 
ing a simple rude truss, which was suspended by pulley blocks 
over the opening, and then lowered on to the piers ; on this a 
platform was laid, reaching from one pier to the other. In the 
construction, cables were suspended between the piers, on 
which cars were run from side to side, to transport the parts of 
the superstructure to their position. 








Investigation of Corrosion of Metals. 





The Committee on Corrosion of Metals of the United States 
Board appointed to test iron, steel and other metals is in- 
structed “ to investigate the subject of the corrosion of metals 
under the conditions of actual use.” , 

Its labors must necessarily consist largely in observing the 
corrosion that has taken a under these conditions and in 
ae the results of observations and experiments made 

ry others. 

In this important part of its labors it asks the assistance of 
all whose tastes, interests or occupations have induced them 
to note the rate and mode of destruction (by corrosion) of the 
metals used in construction. 

Full and clear statements are asked of all cases observed, 
which show a remarkably rapid rate of corrosion or the 
reverse. It is very desirable, whenever practicable in these 
cases, to get a sample of the metal and of the scale or crust 
formed, for the purpose of chemical analysis. These samples 

‘ou are respectfully requested to forward to Col. T. T. 8. Laid- 
-~ esident of the Board, at Watertown Arsenal, Watertown, 
., accompanied by a full statement of all the conditions 
within your knowledge which have influenced the rate of cor- 
rosion in the particular ease observed. The samples so for~ 
warded will be carefully analyzed. Ff 

Important as the subject of the corrosion of metals is, the 
information touching it is so meagre and indefinite, that the 
rate of destruction cannot be predicted with certainty in any 
given case. You will confer a faver upon the committee by 
referring to such sources of information as you may nd 
valuable: such as reports of engineers, architects & 
scientists, or articles touching this subject contained im 
scientific publications. : 

Proper acknowledgments will be made of all assistance rem 


ered, 
July 14, 1875. Wa. Sooy Surrn, C. E., Chairman. 


Mayw ok A. 
La. Con. Q. A. GrnLMoR . 5. 
> Building, New York City. 


Com, L. A. RARDALEE, U. 8. N., D.6. 
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‘| Leighton Bridge & Iron Works, 
ROCHESTER, 
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D. HAMMOND, President, 


Office and Works, JOB ABBOTT, 
WM. BRITTON, Secretary. 


CANTON, 0. H. G. MORSE, } Engineers. 


Manufacturers and Builders of all Wrought-Iron Railway and Highway Truss, Arch and Swing 
Bridges, Plate and Lattice Girders, Iron Roofs, Turn-Tables, Iron Piers and Trestles. Have ove 
TWENTY-FOUR MIL ES of their IRON BRIDGES now in use in twenty-four different States ang 
Canada. ILL USTRATED ALBUM and estimates sent on application. 


NATIONAL BRIDCE AND IRON WORKS. 
General Office, 32 Hawley yeas Boston. seceesseceeceeeees» Works at East Boston, 


NIRRrr 
Npbebeh Rbk 


iron railway and highway bridges, viaducts, turn-tables, iron girder 
beams, roof trusses and general architectural iron work. 






















Cuas. H. Parker and Carey B. Dopp 
C, H, Parker, Engineer. 
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Pr 
A. W. Parxen, Superinten 1. 


KELLOGG & MAURICE, 
_ OFFICE AND WORKS: ATHENS, PA. 














Iron and Wooden Bridges, Roofs, Turn-tables, Etc. 


4. H, OOFRODE. 











J. H. SCHAEFFER. F. H. SAYLOR. 


J. H. COFRODE & CO., 
Ingineers and Bridge Builders. 


DESIGN AND CONSTRUCT IRON, WOODEN AND COMBINATION BRIDGE 
AND ROOF TRUSSES, &., 
OFFICE: 


____No. 530 Walnut Street, Philacelphia. 








National Locomotive & Machine Works. 
DAWSON & BAILY, 


MANUFACTURERS OF 


LOCOMOTIVES 
NARROW-GAUGE LOCOMOTIVES A SPECIALTY. 


OFFICE AND WORKS AT CONNELLSVILLE. PENN. 


0} 





SPECIALTY ~ LIGHT ‘LOCOMOTIVES, 


For Mines, Furnaces, = aad Use, and other Special Service falso Light and Heavy oem of Narrow- 
Gauge Passenge 


r and Freight. 
Oftos, Ho. & Hensngntale Hows | PITTSBURGH, PENN. 


Works, A. V. RB. RB. and 50th 8t., 








BROOKS LOCOMOTIVE WORKS, 


DUNKIRK, N. Y. 





Orders Solicited for Locomotives Adapted for Everv Cless of 
Railway Service. 


M. L. HINMAN, Szo’x & Treas. . G. BROOKS, Fres’r & Sur’r 








ROGERS LOCOMOTIVE — MACHINE WORKS 


Paterson, New Jersey, 






Having extensive facilities, are now prepared to furnish ptly, of the best and most apprvve 
oe description, either COAL OR Woop BU BURNING 


Locomotive Engmes, and other Varieties of Railroad Machinery. 


» & ROGERS, President.) | THOS. ROGERS, Treas., 
wa, 8 HUDSON, Supt - 1 me ~ a4 fore ra Place, New York. 








LOCOMOTIVE ENGINE SAFETY TRUCK CO. 


OF NEW 


Letters Patent granted to Levi Bissell, A’ 


of the followi . 4, 185%, Nev, 2, 1858 ~ 
tended Nov. 2, 1872); 4. W. Smith, Feb. 11, 1862; D. B. Pratt, Oct. 16, 1860; W. 8. Hudson, April 5, 1944 
and May 10, 1864. 


DRAWINGS FURNISHED AND LICENSES GRANTED ON APPLICATION, 
M. F. MOORE, Seo’y and Agent, 


A. F. SMITH, President. 





No. 46, Cortlandt st.4N. ¥. 


ALBERT BRIDGES, Treas. 
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RHODE ISLAND LOCOMOTIVE WORKS, 


PROVIDENCE, RHODE ISLAND. 


W.S. SLATER, EK. P. MASON, 
















































President. Treasurer. ee 
B. W. HEALEY, W. H. FENNER, On 
Sup’tand Secretary and To 
; — T 
Gen’] Manager. Ass’t Treasurer, ma 
= a =e Ha: 
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439 ALBANY STREET, BOSTON, : == 
MANUFACTURE BURNHAM, PARRY, WILLIAMS & CO., Philadelphia, 
LOCOMOTIVE ENGINES AND TENDERS, LOCOMOTIVE ENGINES 
Especially Adapted to Every Variety of Railroad Service, including 
BOILERS AND TANKS, Mining Engines and Locomotives for Narrow-Gauge Railways 
ian Metzl and Common Iron Gostings, Brasa and Composition All work accurately — wae tiie Ie pers. wen ee. Materials, Work- 
GEO. BURNHAM. CHAS. T. PARRY. WM. P. HENSZEY. 
LOCOMOTIVES AND BOILERS REPAIRED. EDWARD H. WILLIAMS. EDW. LONGSTRETH. JOHN H. CONVE1. SE. 
PhS ng m cutacturers of the ‘“-HINKLEY PATENT BOILER.” All orders will be executed with ——— ea ae 
ROAMS AYER Prest, F.L, BULLARD, Treas, FRANK D, CHILD, Sup’, | PITTSBURGH LOCOMOTIVE & CAR WORKS, 
GEO. F, OHILD, Secretary. H. L. LEAOH, General Manager. PITTSBURGH, PA. 
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| Schenectady Locomotive Works, ae 
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i hot 
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i MANUFACTURERS OF nent 
q LOCOMOTIVE ENGINES FOR BROAD OR NARROW GAUGE ROADS, for t 
From standard designs, or according to specifications, to suit purchasers. has 
; Tanks, Locomotive or Stationary Boilers furnished at Short Notice. den 
E D. A. STEWART, Pres’. J. A. DuraIn, Sup't, WILSON MILLER, Sec. and Treas. com, 
SCHENECTADY, N. Y. ome vae  reaageaaene SS et shee 








JOHN 0. ELLIS, Pree, OHAS.G. ELLIS, Treas, WALTER MoQUEEN, Supt. Taunton Locomotive Manufacturing (0, oh 
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3 T BENOVELT Vies President. | 
° 1D 
4. 5, BIXBY. Sec’y and Treasurer, > PATERSON, N. J. New York, Office 


JAMES COOKE, Superintendent, } “Chitee, dane TAUNTON, MASS. 


P. I. PERRIN, Supt> {ESTABLISHED IN 1846.] HARRISON TWEED, Treas. 
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MASON MACHINE WORKS,|Manchester Locomotive Works, 


TAUNTON, MASS. 























WM. H. BENT, Treas. ; > 
BUILDERS OF ALL KINDS OF - : ee 6. 
LOCOMOTIVES, MANUFACTURERS OF LOCOMOTIVE ENGINE oss 

INCLUDING VOUSLE-TRUCK LOCOMOVIVES FOR WIDE OR NARROW-GAUGE RAILROADS, |_ Al! work accurately fitted to gauges. All parts duplicated and guaranteed teed of best material and W 


N A. BURNHAM, President. 
ALSO ALL KINDS OF COTTON MAOHINERY, AREAS BLOOD, Agent, Manchester, N. H. WM. G. MEANS, Troas., Boston, Mat 


WM. MASON, Preat. FRED’K MASON, Agent. 


















